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A TRANSPORTATION PROGRAM 


In this column, in the June 21 number, we suggested 
that, with Congress adjourned until December and_ the 
party conventions about to become things of the past, all 
who were able to think constructively and who believed in 
sound transportation begin to concern 
themselves as to what should be their attitude toward trans- 
portation legislation at the reconvening of Congress. We 
continued, as follows: 

“The plea that there should be no transportation legis- 
lation at the last session of Congress—the ‘hands off the 
transportation act’ cry—prevailed. There was no radical 
railroad legislation enacted. So far, so good. But shall 
the same slogan be used for the coming session? In the 
minds of those persons who must always assign ulterior 
motives for what anyone does, it has become classified as 
‘railroad propaganda.’ The railroads, of course, used it, 
but they were not alone in the cry. But, be that as it may, 
the slogan has, perhaps, served its purpose. It should be 
displaced, or at least supplemented, by a campaign to in- 
form the misguided persons who champion radical legis- 
lation of the error of their ways. 


policies should 


“We shall have more to say about this subject later, 
but just now we wish to get to all those concerned the 
idea that for the next few months their work is cut out for 
them. Their efforts should be bent toward educating the 
public and the members of Congress who represent the 
public to the view that the Interstate Commerce Commis- 
sion should be allowed to make the rates and that Congress 
should not attempt to make them by direct legislation; that 
the troubles of the farmers are not to be cured by reduced 
freight rates on agricultural commodities and that the pro- 
posal along this line is bad precedent anyway. They should 
endeavor to meet the arguments of those opposing section 
15a on the ground that it causes too high a level of freight 
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rates, by showing that rates, as a whole, for all the car- 
riers, are not too high and inviting constructive sugges- 
tions and co-operation in the task of finding some idea that 
will meet the objection to this section, so far as the roads 
that are making more than a reasonable return are con- 
cerned. If such an idea cannot be found, then, perhaps, it 
will be concluded that the section should remain as it is. 

“We think the public relations departments of the ¢ar- 
riers should map out a program of education along these 
lines. The National Industrial Traffic League and the 
traffic clubs should do the same. The American Economic 
Institute should bring its research force to bear on some 
of these real questions. It might, for instance, get out fig- 
ures to show what a certain percentage reduction in rates 
on agricultural commodities would mean to the carriers 
and what it would mean to the farmers. 

“We need more facts and more calm consideration. 
We have had enough of demagoguery and impugning of 
motives. The railroads are not unselfish and they may 
want some things they should not have. Those who, in 
the past, have opposed the railroads, on the other hand, 
may be narrow and prejudiced and not disposed to grant 
a fair deal. They have not all looked at the problem 
squarely. It is time for all interested in adequate trans- 
portation to get together and take counsel as to what course 
should be pursued. Our own opinion at this time is that it 
is not so much legislation that is needed, either radical or 
otherwise, as education of the lawmakers to correct theo- 
ries and to knowledge of facts.” 


Our suggestion has attracted considerable comment 
and requests have come from several sources that we state 
our thought more in detail. What we have in mind is 
that there shall be a conference of representatives of the 
carriers, the Railway Business Association, the National 
Industrial Traffic League, the Associated Traffic Clubs of 
America, and any other organizations that might be con- 
sidered eligible, with a view to uniting on some general 
program of education with respect to legislation, or lack 
of legislation, and with respect to the transportation ques- 
tions now agitating the public, or, at least, representatives 
of the public, in Congress and elsewhere. 

Bringing together such a conference would be some- 
what difficult, no doubt, but we believe it could be done. 
Once done, we believe there would be little difficulty in 
reaching an agreement on essential points. There is al- 
ready virtual agreement, we believe, but the value of the 
conference suggested would be that it would take concrete 
form and have force as a working platform, and also that 


‘THE TRAFFIC WORLD 


cA modern electric railway serving a 
rich and rapidly developing industrial 
district and offering shippers every- 
where the benefit of standard equip- 
ment and practices. 
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Joint rates with steam 
railways. 


Owns and operates stand- 

ard freight cars and many elec- 

tric locomotives, all equipped 
with automatic safety devices. 


Has the only independent railway 
entrance over its own bridge into 
the heart of St. Louis. 


In addition to facilities on its own 
lines, carload shipments to and from 
all industries on other lines in St. 
Louis, Granite City, East St. Louis, 
Springfield, Decatur and Peoria, IIli- 
nois, are handled under switching 
arrangements with connecting roads. 


Over five hundred miles of main 
line track in Illinois. 


Large part of mileage equipped 
with automatic block signal 


Belt lines for movement of freight 
around cities. 


Centrally located freight and pas- 
senger terminals. 


Serves eighteen Illinois coal 
mines which shipped more than 
three million tons of coal during 
the year 1923. 


Forty-three grain elevators lo- 
cated directly on lines. 


Industrial side tracks provided 
for use of large industries. 


Member of Master Car Builders 
Association; Demurrage and Stor- 
age Committee, representing all 
railroads; Western Weighing and 
Inspection Bureau; Freight Claim 
Agents’ Association and Illinois 
Freight Association; Associate 
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there would be public knowledge of the fact that there was 
such agreement—for there should be a public announce- 
ment of it, if one was reached. The conference, of course, 
ought not to attempt to lay down rules as to what should 
be done by the various organizations involved—each would 
have to use its own methods—and, of course, ‘any program 
agreed on by those in the conference would have to be 
subject to ratification by the various organizations repre- 
sented. The agreement, for that reason, as well as for 
other reasons, would have to be exceedingly general in its 
terms. But we believe a public announcement that the in- 
terests mentioned had agreed on certain fundamentals, sub- 
ject to ratification by the organizations represented by the 
conferees, and later announcements, if the program were 
ratified, that such and such organizations had come in, 
would be invaluable. For, no matter how wise and sane a 
program laid down by the carriers may be, it will always 
be subject to criticism on the ground that it is the program 
of the carriers, and much of that criticism will come from 
persons, who, if they had had a chance to participate in 
the negotiations leading up to the promulgation of the pro- 
gram, would have been heartily in accord with it. It seems 
always necessary to defend what the carriers propose by 
bringing forward the fact that this or that individual or 
organization on the “other side” is in agreement with them. 
There is not enough of this agreement of record. We talk 
much of co-operation, but it is largely talk and not con- 
crete effort. 

The time is not so long between now and the recon- 
vening of Congress as it might seem to some. Summer is 
well on its way. Someone or some organization ought to 
be taking the lead to bring about something like what we 
have in mind, else we shall soon see-a repetition of former 
attempts to chop the transportation act to pieces, a recur- 
rence of inflammatory speeches by members of Congress 
about the injustices that are being inflicted on their constit- 
uents by the railroads, and a continuance of the old lack 
of any effective program to meet the situation. The rail- 
roads and the railroad supply men are organized in such 
way that they may always act promptly. The National 
Industrial Traffic League has an executive committee that 
might meet with representatives of these two interests and 
see what could be accomplished in the way of agreement. 
If agreement were reached, the League, at its meeting 
next November, could ratify or refuse to ratify the work 
of its committee. The Associated Traffic Clubs of Amer- 
ica meets, in delegate convention, next October. The pro- 
gram, if one was agreed on, could be submitted to these 
delegates at that time. If the delegates approved it it 
could then go to the traffic clubs of the country for ratifi- 
cation. We can see mighty possibilities for good in such a 
proceeding. Its success would depend only on its ability 
to confine itself to fundamentals and to treat the funda- 
mental questions reasonably. Where there was disagree- 
ment, the questions involved could be eliminated. Only 
where there was absolute agreement need there be any 
effort to deal with the situation. But we believe that, even 
under such conditions, there could be agreement on enough 
principles to achieve the desired end—which would be to 
convince the country that all informed and interested per- 
sons on both the industrial and the railroad sides of the 
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question agree as to what should be done and as to the 
reasons for doing it. There would be an end to misunder- 
standing and ignorance. 

It has been remarked that the transportation confer- 
ence conducted under the auspices of the Chamber of Com- 
merce of the United States was a conference such as we 
have in mind and that another would be a duplication. We 
do not think so. In the first place, the transportation con- 
ference of the Chamber of Commerce was too pretentious. 
It dealt with too many questions in too ponderous a way 
and its conclusions, in most cases, were in such general and 
uncertain terms as to produce little practical good, except 
for students of the questions involved. It attempted no 
clear, sharp recommendations as to fundamentals and if it 
had made such recommendations they would not have been 
representative in the sense that we would wish. We have 
not in mind a collection of unwieldy and more or less 
meaningless reports on every phase of the transportation 
problem, but a concise statement of fundamentals on which 
shippers and carriers, as such, agree. 
plished and it ought to be. 


It can be accom- 


EASTERN CLASS RATES 


The Trafic World Washington Bureau 


The Commission July 16 announced the institution of formal 
docket 15879, eastern class rate investigation, which has been 
expected since April, when its examiners held a pro forma 
hearing on old fourth section applications, but stopped R. H. 
Collyer when he started to propose new class scales for Eastern 
Trunk Line territory because the Commission informally had 
come to the conclusion that a general inquiry should be had 
and the problem attacked from the foundation. The order in- 
stituting the inquiry was made broad enough to enable the Com- 
mission to make changes in C, F. A. and New England class 


scales if changes were necessary to make a proper scale for 
Trunk Line. territory. 


The case initiated by the Commission is expected to be 
one of the largest it has ever had, other than a general, nation- 
wide inquiry. It probably will consume more time than any 
general inquiry. The southeastern class rate case has been go- 
ing on for more than two years and has reached only the point 
of exceptions to Commissioner Eastman’s proposed report. 


There is an idea that Mr. Eastman will also be placed in 
charge of this case, which, as pointed out, in the press an- 
nouncement of the Commission, is to be broad enough to enable 
the regulating body to make changes in New England and 
Central Freight Association scales, if the testimony shows that 
a harmonious adjustment cannot be made with the perform- 
ance of an operation on the Anderson and Disque scales. While 
they were prescribed by the Commission, there is a suspicion 
that trunk line class rates will present such a problem that 
changes will have to be made in the adjoining territories before 
something symmetrical can be produced east of the Buffalo 
Pittsburgh line and west of the Hudson. The Commission’s 
announcement when it instituted the case, was as follows: 


At the request of carriers operating within official territory and 
of many interested shippers, the Commission on its own motion has 
instituted an investigation of the interstate class rates applicable 
within that territory. The scope of the investigation has been made 
somewhat broader than contemplated by the requests received, for 
the reasons indicated below. 

This investigation has been instituted because in many instances 
the class rates within that part of official territory which is known 
as trunk line territory, between the latter territory and what are 
known as central and New England territories, and between central 
territory and New England territory, are higher for shorter than 
for longer distances over the same line or route and applications 
for authority to continue these departures from the fourth section 
of the interstate commerce act have been denied by the Commission; 
because the relationship to first class of the rates on the lower 
classes varies greatly in many of the different class-rate scales 
which are now in effect, and because of other similar reasons. While 
the class-rate scales within central and New England territories have 
been fixed by the Commission and are not subject to the same criti- 
cism, the order of investigation has been made broad enough to cover 
these class rates, so that it may be possible to make such adjustments 
in them as may prove desirable in order that they may be properly 
linked to whatever class rates are prescribed, as the result of the 
investigation, in other parts of official territory. 

The order covers “Interstate class rates and the charges re- 
sulting therefrom.” This should not, however, be construed as in- 
cluding classification ratings or rules, exceptions to the classifica- 
tion, or minimum carload weights. 

While intrastate rates have not been included within the scope 
of the investigation, the Commission appreciates the desirability of 
harmony between the intrastate and the interstate rates, and will 



























































































































































seek the advice and help of the state commissions in carrying on the 
investigation. 

The dates and points at which hearings will be held will later 
be announced. In the meantime the carriers should complete their 
plans for the readjustment of the rates in issue and eg full publicity 
to these plans at as early a date as possible, in order that shippers 
may a fully advised in advance of the hearings as to the carriers’ 
proposals, 


The substantive parts of the order instituting the inquiry 
are as follows: 


It appearing, That in many instances interstate class rates be- 
tween points in trunk line territory, between points in said territory 
and points in central and New England territories, and between points 
in central territory and points in New England territory are higher 
for shorter than for longer distances over the same line or route; 
that the relationship to first class of the rates on the lower classes 
varies greatly in many of the different class rate scales or adjustments 
now in effect in official classification territory, particularly in trunk 
line territory, and that undue prejudice and preference may exist 
among persons and localities affected thereby; 

It further appearing, That all applications filed by carriers to con- 
tinue the aforesaid interstate class rates which are higher for shorter 
than for longer distances over the same line or route, all-rail, or 
partly by rail and partly by water, have been denied by fourth sec- 
| — _— Fourth Section’ Departures in E, T. L. Territory, 

9 . Ce 

It further appearing, That a general revision of said interstate 
class rates to bring them into conformity with section four of the 
interstate commerce act is necessary, that representatives of in- 
terested shippers and carriers serving said territories have joined in 
a request for an investigation of said rates by this commission; 

It further appearing, That there is a more or less close relation- 
ship between said rates and the remaining class rates between points 
in official classification territory, making it difficult to deal effectively 
with a portion of said rates without having under consideration the 
remainder; 

And it further appearing, That such an investigation would be 
in the public interest; 

It is ordered, That a proceeding of investigation and inquiry be, 
and it is hereby, instituted by this commission into and concerning 
the class rates applicable on interstate commerce all rail, and/or 
partly by rail and partly by water, between points in official classifica - 
tion territory, including the charges resulting therefrom, with a view 
to determining whether said rates and charges are unreasonable, or 
are unduly prejudicial to or unduly preferential of particular local- 
ities, persons, or descriptions of traffic, or are otherwise unlawful, and 
to making such findings and order or orders as may be proper in 
the premises. 


CHICAGO JUNCTION INQUIRY 


The Commission has entered an order instituting a formal 
docket inquiry, No. 15957, into the carload charges of the Chi- 
cago Junction Railway Company and the Chicago River & 
Indiana Railroad, lessee, to determine whether any of their 
charges constitute a violation of any of the conditions contained 
in the order of the Commission entered in finance docket No. 
1165, the docket in which the Commission permitted the New 
York Central to acquire the Chicago stock yards’ railroads. 
The New York Central, in addition to the two terminal com- 
panies, has been made a respondent in the inquiry. 


Objections to the acquisition of the terminal roads were 
made by the trunk lines other than the New York Central. 
They carried the matter to the courts. The Supreme Court 
of the United States decided that the roads which questioned 
the legality of the acquisition permitted by the Commission had 
a right to maintain the suit and also that if, as alleged, they 
were not being treated as required by the conditions of the 
lease, to equitable relief. 

This inquiry by the Commission is in the nature of an 
inquisition by the regulating body to determine whether the 
conditions prescribed by it have been observed, the trunk lines, 
in their suit, alleging they were not being observed. The Com- 
mission has called upon the terminal roads for special reports 
on their traffic and charges in addition to the ones they make 
in accordance with the regular forms and requirements of the 
Commission. The order instituting the inquiry is as follows: 


The Commission having under consideration the question of the 
lawfulness of the charges of the Chicago Junction Railway Company 
and the Chicago River & Indiana Railroad Company, Lessee, applica- 
ble to carload traffic; 

It ts ordered, That the Commission upon its own motion enter 
upon an investigation into and concerning the lawfulness, propriety and 
reasonableness of the charges of the Chicago Junction Railway Com- 
pany and the Chicago River & Indiana Railroad Company, Lessee, ap- 
plicable to carload traffic, with a view to prescribing just and reason- 
able charges for such traffic, and with a view to determining whether 
such charges constitute a violation of any of the conditions con- 
a the order of this Commission entered in Finance Docket 
No. 1165. 

It is further ordered, That the Chicago Junction Railway Com- 
pany, the Chicago River & Indiana Railroad Company, and the New 
York Central Railroad Company be, and they are hereby, made re- 
spondents to this proceeding; that a copy of this order be served 
upon each of said respondents; and that this proceeding be assigned 
for hearing at such time and place as the Commission may decide. 


The substantive part of a separate order requiring special 
reports is as follows: 


1. (a) Give separate condensed income accounts of the Chicago 
Junction Railway Company the the Chicago River & Indiana Rail- 
road Company, each for the period 1916 to 1923, inclusive. 

(b) Show the net railway operating income, amount “claimed by 
respondents to be the fair value of the property used in operation, 
i, Gus ) uate of lessor and lessee combined, and rate of return, for 
year 
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(c) On the basis of data for as many months as possible com- 
pare the income account of 1924 and 1923. 

2. (a) Show for the year 1923 the average expense (i. 6., oper- 
ating expenses, taxes and joint facility rents) per loaded car han. 
died, classifying the kinds of service performed so far as practicable 


and giving the average expense per car for each class of carload 
service. 


(b) Show what additional amount per car is necessary to cover 
a fair return on fair value. 


3. Give the average revenue per carload handled in the year 
1923 in such form that the average cost per car and average revenue 
per car are on a comparable basis. 

4. Give a description of the services required in handling carload 
traffic on Chicago Junction Railway Company and the Chicago River 
& Indiana Railroad Company, Lessee, as compared with the service 
typical of other switching roads in the Chicago district, showing 
distances and nature and number of switching operations, and give 


the charges made by each road for the classes of service described. 
<4 


5. What changes have been made in the carload charges of the 
Chicago Junction Railway Company and the Chicago River & Indiana 
Railroad Company during the period from Jan. 1, 1916, to date? 


COMMISSION ORDER SUSTAINED 


A special commerce court, convened at Indianapolis on the 
petition of the steam railroad connections of the Chicago, Lake 
Shore & South Bend, has declined to issue an interlocutory 
injunction forbidding the enforcement of the Commission’s or. 
der in No. 13205, Chicago, Lake Shore & South Bend vs. Lake 
Erie & Western et al., 88 I. C. C. 525, directing the steam 
railroads to enter into reciprocal switching arrangements with 
the complainant, an electric railroad, at Michigan City, Ind. 
The suit was brought in the name of the Chicago, Indianapolis 
& Louisville et al. against the United States and the Com. 
mission. It was heard before a court composed of Judges 
Alschuler, Lindley and Anderson. The court, in an oral state- 
ment by Judge Alschuler, denied the prayer of the complain- 
ing steam roads after the case had been argued by B. B. 
Esterline for the United States, C. C. Hine for the steam rail- 
roads, Ernest S. Ballard for the electric line and R. G. Curry for 
the Commission. 

In their argument, the steam roads said there could be‘no 
valid order requiring them to open up their terminals and 
interchange cars and perform reciprocal switching with the 
South Shore, only on a finding supported by substantial evi- 
dence that there was a public necessity therefore, or that such 
opening was in the public interest. In this case, they said, 
the finding was of unjust discrimination against the Pere Mar- 
quette, the Monon and Michigan Central, with the South Shore 
and the shippers thereon as victims, notwithstanding the fact 
that those roads did not come into contact with the South 
Shore, nor had any joint arrangement with it and the inter- 
mediate line of the Lake Erie & Western, whereby they served 
the South Shore and its shippers. 


The attorneys said there could be no valid order against 
those carriers and that the question had been clearly decided 
by Judge Baker, circuit judge, in St. Louis, Iron Mountain & 
Southern et al. vs. United States, 217 Federal Reporter, 80. 
In that case the question was as to discrimination by the Iron 
Mountain—and the roads joined with it in that case—against 
Metropolis, Ill., in favor of Cairo when neither of the com- 
plainants served Metropolis in a physical sense, nor joined 
with other carriers in making through route and joint rate 
arrangements respecting lumber to Metropolis. The judge said 
he did not believe, as a matter of law, the charge of discrimi- 
nation could be brought by a locality against any railroad that 
did not serve that locality, either directly by its own route, or 
by a joint arrangement with other railroads for a through 
route and a joint rate. In view of that, the steam railroads 
asked how it would be possible to order recipocal switching 
on a finding of unjust discimination when three of the ap- 
plicants did not connect with the electric road and had no joint 
arragement for serving it or its shippers through an_ inter- 
mediate carrier. 


The Commission, however, argued that it was discrimi- 
natory against the electric line for the steam roads to make 
arrangements for reciprocal switching among themselves and 
to exclude it and its shippers, pointing to the decision of the 
courts in the New Castle switching case, where, as here, there 
was no direct physical connection between some of the rail- 
roads involved. Mr. Curry, combating a contention of the 
steam roads that the order required the establishment of joint 
rates and the opening of the terminals, said the order required 
the defendants to do only that for the South Shore, in the 
switching of its traffic, which they were doing for each other. 
He said the Commission did not, in this case, exercise its 
powers to require the joint use of terminals, nor the estab- 
lishment of through routes and joint rates. Alternatively, it 
required them to remove unjust discrimination. He contended 
that the Commission’s finding of unjust discrimination and 
undue prejudice was supported by the evidence and was final. 
In that Judge Alschuler’s oral announcement agreed. 

It is understood by the Commission representatives that 
the steam railroads will take the case to the Supreme Court 
of the United States. 
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Current Topics 
in Washington 


The Blight That Failed.—One of the deleterious by-products 
of the transportation act, suggested, if not prophesied, was 
the repulsion from the railroad industry of energetic, forward- 
looking men. It was suggested that limiting profits would send 
them into other lines of business. The limitation of profits, 
of course, is to be accomplished by the recapture clause of 
section 15a. The limitation consists of a demand, by the 
government, for a division of profits in excess of a specialized 
return on the value of the property devoted to transportation, 
efficiently and economically managed. If reports are worth 
anything, the Van Sweringen brothers, whose activity in rail- 
road consolidation have created an unusually large crop of in- 
terrogation points, have found a way to avoid the blighting 
effects of the recapture clause. It is reported that they have 
bought heavily into the Erie and the Pere Marquette with a 
view to managing those properties, when they get the oppor- 
tunity, to show a large return, not on the value of the property 
devoted to common carrier service, but on their investment in 
such properties. As the statute now stands, it is suggested, 
if they can buy control of a railroad for a dollar, they may 
make several million per cent on the investment without run- 
ning the risk of having to send to the Commission any of the 
dollars so earned to swell the fund the Commission will lend 
to the weak sisters. In the course of time, if the plan succeeds, 
and history repeats, the statute will be changed so as to close 
that road to energetic and keen-eyed young men. Government 
is for the benefit of the weak. Its primary object is to put 
hobbles on the ankles of the strong. Until that is done, 
however, the reported Van Sweringen scheme may be carried 
out without penalty. The man in Arkansas who took a broken 
down steam road which could- not pay the wages decreed by 
the labor unions, equipped it with a combination engine, freight 
and passenger car, and thereby made money for himself, in 
addition to helping the community, was the pioneer in that 
kind of work. He was not thinking about the recapture clause 
—perhaps not much of the community—but of a better living 
for himself and his family. After all, that, many people believe, 
is the best motive power in the world. There are some men 
who undertake things just for the love of accomplishment and 
that may be, the thing that moves the Van Sweringens. In 
the gossip following the divorce of the New York Central 
and the Nickel Plate there was a suggestion that the New York 
Central was merely jettisoning the Nickel Plate in their hands 
and that they would be mere boys to hold the horse while 
the boss was inside planning how he might evade the anti- 
trust law. But acquisition of so many railroads other than the 
ones constituting the Nickel Plate system has suggested that 
if the Van Sweringens were intended to be mere lay figures, 
they have assumed rather active parts. 





West Virginians Happy.—West Virginians in Washington 
are so set up over the nomination of John W. Davis that it 
may be necessary for the Republicans to do a bit of colonizing 
in that state if they think it would be well for President 
Coolidge to make a good showing there. Even those who 
have never forgiven the Republican party for having divided the 
Old Dominion, and, therefore, had a way of speaking of them- 
selves as Virginians, are putting an emphasis on “west.” The 
Washington West Virginians have called attention to the fact 
that the Davis family of Clarksburg is an outstanding one by 
pointing to Director-General Davis as Exhibit B, now that 
John W. Davis is Exhibit A. The Director-General is a cousin 
of the Democratic candidate, first cousin once removed, second 
cousin, or something like that. The Davises are known for their 
amiability and ability to be at home anywhere or at any time, 
the father of the candidate, in particular, having been noted 
for his urbanity and poise. In addition to being a leading 
lawyer in the place, the elder Davis was regarded as a political 
sage—a man not anxious for office and, therefore, in position 
to speak, without interest or bias, on public subjects. The 
fact that West Virginians have called attenion to the relation- 
ship between the Democratic candidate and the Director-Gen- 
eral reminds one of the further fact that Washington is always 
avid for information about relatives of presidents or near- 
presidents living in the capital. President Harding had a 
sister living in Washington. There is or was a few years ago, 
a George Washington, descended from a brother of the first 
president, clerking in the Treasury Department. President 
Coolidge has a cousin employed by the Commission. President 
Wilson’s cousin, Examiner Woodrow, must be known, by name 
at least, to practically every reader of The Traffic World, 
because of the reports he has written. 





“Can’t You Talk?”—A justice of the Supreme Court of the 
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District of Columbia, Hoehling by name, apparently has come 
to the conclusion that‘the public weal requires him to make 
the Supreme Court of the United States do some taiking about 
the power of the Senate to compel citizens to answer questions. 
He has held that six of the nine questions asked by Senator 
Walsh, of Montana, must be answered by Harry F. Sinclair, 
the oil man who refuses to answer any questions after the 
Senate had condemned the Teapot Dome lease and contract as 
corrupt, and remitted the question to the grand jury, and made 
provision for the retention of two high priced lawyers to pros- 
ecute Fall, Sinclair, Doheny et al. Hoehling, however, said 
the indictment accusing Sinclair of contempt of the Senate did 
not accuse him of crime. The other counts in the indictment 
he held good because they seemed to be good as alleging offenses 
under the statute enacted by Congress after other stubborn 
witnesses had escaped from answering questions and also pun- 
ishment for having put their fingers to their noses and said 
“blaah” to the august legislators. Three times within the mem- 
oxy of men still living the question as to whether the law- 
makers can compel answers to their questions has been lugged 
in the direction of the Supreme Court. The judges who dealt 
with the matter in the lower courts, thought they had put the 
thorny question on the door step of the highest tribunal in such 
way that the court would have to say something on the cen- 
tral point. Each time, however, the Supreme Court has dis- 
posed of the matter without answering the main question. 
That is to say, it has found something defective somewhere 
so that it would free the recalcitrant witnesses and make the 
law-makers look if they did not know enough law to rest over 
night and the lower courts as even less than that. 





Chicago Junction Queries—The Commission’s determina- 
tion to look into the conduct of the Chicago stockyards terminal 
railroads and that of the New York Central, with a view to de- 
termining whether they have observed and obeyed or observed 
and not obeyed the conditions laid down by it in the permit 
issued by it under which the trunk line acquired the terminals, 
much to the dismay of the trunk line which opposed the acqui- 
sition, has raised a lot of interesting queries. There is none 
more absorbing than that which has to do with the power of 
the Commission to revoke its permit or to modify it, now that 
the stock of the terminals has passed to the New York Central 
and the lease has been executed. Some have assumed that the 
Commission, having given permission, has exhausted its power 
and that only the courts, if any one could exert any power on 
the new state of affairs. Others have assumed that the permis- 
sion of the Commission was a revocable permit which the Com- 
mission could set aside or modify as it thought the public 
interest dictated. The trunk line competitors of the New York 
Central won a decision in the Supreme Court of the United 
States, notwithstanding the contention of the New York Central 
that they had no standing in the courts. Assuming that the 
Commission finds that the New York Central and its leased 
lines have disobeyed the order of the Commission permitting 
the merger—to give it a popular name which may not square 
with the legal technicalities of the situation—then what? Can 
the Commission punish them by modifying the permit, or must 
it look to the courts to mete out punishment? If the latter, 
by what standard the penalties in the interstate commerce act, 
or, if not that statute, what act of Congress? The fact is that 
the statute on the subject seems as indefinite and lacking in 
detail as the Constitution in the matter of the choosing of a 
President in the event of a no election in the electoral college 
and a deadlock in the House of Representatives. 





Tears for LaFollette.—All his life LaFollette has been 
such a consistent member of his party that never once has he 
claimed to be anything other than a Republican. It is impos- 
sible to find any official publication in which he does not set 
himself down as a member of the party that bears the name 
of Thomas Jefferson’s old party. The declaration of Victor 
Berger that LaFollette had not voted the ticket of the party 
the benefit of whose label he claimed, for twenty years, may be 
interesting, but not conclusive. Therefore, there is much sym- 
pathy for the man, now nearly three score and ten years old, 
afflicted with more than his share of ills to which flesh is heir, 
and only a short time ago, seemingly, within reaching distance 
of the Presidency. There are tears for him on account of the 
trick of the Communist in stealing the label of the Farmer- 
Labor party, by those who, momentarily, may have forgotten 
his staunch Republicans, and thought he could have a vital in- 
terest in that label. Some may think them crocodile tears. 
Regardless of their character, however, it is a fact that many 
of LaFollette’s followers are acting in the matter of that name- 
stealing as if LaFollette has a proprietary interest in that name 
as well as that of Republican, acting just as if the Wisconsin 
senator could be two-faced. Now, concern by Senator Henrik 
Shipstead about that name is understandable. He was elected 
on the Farmer-Labor ticket. He was a professed borer from 
within—until he got into office. Apparently, he now obiects to 
any boring from within by Communists, thereby reminding one 
of the profound insight into human nature held by the man who 
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observed that it all depended on whose ox was gored. But on 
the record, there is no ground for the tears for the senior sen- 
ator from Wisconsin. They imply duplicity on the part of one 
who has always had his pen in hand to certify that he was a 
Republican. Berger, when he made his declaration, it has been 
suggested, must have been overcome by the fumes of onions 
and garlic, and the memory of the fluid that once made Mil- 
waukee famous. In other words, he must have been, tem- 
porarily, non compos mentis. 





Some Comforting Figures.—In the first quarter of the cur- 
rent year, according to the figures of the Department of Com- 
merce, the United States exported 917,000,000 pounds of wheat 
flour, in comparison with only 778,000,000 in the corresponding 
months of last year. In the same quarter wheat exported was 
40 per cent less, in quantity, than in the first quarter of 1922. 
The increase in the export of flour was 18 per cent. The 
quarter represented a loss, taking all breadstuffs into consider- 
ation, in comparison with 1922. But the increase in the export 
of flour, according to those looking to the future, is a cause for 
rejoicing. It means that the fertilizing parts of wheat were 
left in this country in larger percentage than in the first 
quarter of last year. Export of wheat, according to the soil 
specialists, is worse than a crime, because it sends to foreign 
countries fertilizing materials that should be kept at home. 
The poor condition of many farms, they argue, is due to the 
fact that wheat, instead of flour, has been shipped abroad. They 
argue that a farmer who grows wheat should feed grain by- 
products equal in quantity to the by-products obtained from 
the wheat grown by him. Otherwise, they assert, the farms 
not so treated are being “mined” and not farmed, the ultimate 
end for such farms being sterlity because they have been 
robbed of the fertilizers nature intended them to have.—aA. E. H. 





VALUATION REPORTS 


In a tentative valuation report covering the property of 
the International & Great Northern Railway Company as of 
June 30, 1917, the Commission has made the following findings 
as to final value for rate-making purposes: Wholly owned and 
used property, $38,178,650; owned but not used, $52,339; used 


but not owned, $59; total owned, $38,230,989; total used, $38,- 
178,709. 


On date of valuation, the report said, the carrier had out- 
standing $38,202,583.25 in stock, long-term debt and other in- 
debtedness, of which $1,422,000 represented common stock, 
$3,400,000 preferred stock, $5,078,000 conditional interim cer- 
tificates, and $28,302,583.25 funded debt. Investment in road 
and equipment, including land, on date of valuation, was stated 
in the books of the carrier as $40,828,287.27. 


Cost of reproduction new of total owned and used property 
was found to be $38,962,882. Cost of reproduction less depre- 


ciation of total owned and used property was found to be $29,- 
614,762. 


In a tentative valuation report on the properties of the 
South Georgia Railway Company and the West Coast Railway 
Company as of June 30, 1917, the Commission has made the 
following findings as to final value for rate-making purposes: 
South Georgia wholly owned and used property, $657,800; West 
Coast property leased by South Georgia, $260,000; property 
leased by South Georgia from private parties, $263; total owned, 
$657,800; total used, $918,063. 


On date of valuation the South Georgia had outstanding 
$58,000 in common stock and $204,000 in first mortgage 5 per 
cent bonds. Investment of the South Georgia in road and 
equipment, including land. on date of valuation, was stated in 
the carrier’s books as $467,861.65. Cost of reproduction new 
of total owned property was found to be $735,751, and of total 
used property, $1,024.693. Cost of reproduction less depreciation 
of total owned property was found te be $571,920, and of total 
used property, $802,428. 


In a tentative valuation report on the property of th® Louisi- 
ana & Arkansas Railway Company, as of June 30, 1917, the 
Commission has made the following findings as to final value 
for rate-making purposes: Wholly owned and used property, 
$7.528,150; owned but not used, $615; used but not owned, $209,- 
299; total owned, $7,528,765; total used, $7,737,449. 

On date of valuation the Louisiana & Arkansas had out- 
standing $5,000,000 in common stock and $4,364,000 in funded 
debt. Investment in road and equipment, including land, on 
date of valuation, was stated in the books of the carrier as 
$12,131,023.92. Cost of reproduction new of total owned prop- 
erty was found to be $8,280,883; total used property, $8,516,157. 
Cost of reproduction less depreciation of total owned vroverty 
was found to be $6.723.415, and of total used property, $6,918,046. 

The Commission has reported the final value of the St. 
Louis, Brownsville & Mexico, as of June 30, 1919, as $12,873,300, 
wholly owned and used; total owned, as $12,914,800, and 
total used, as $12,876,327. The sum of $373,300 as working 
capital is included in the valuation. 
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Capitalization was reported as $13,821,497, of which $500,000 
represented common stock, $12,913,341 as funded debt, and 
$408,341 as non-negotiable debt to affiliated companies. 

Investment in road and equipment is carried on the books 
of the company as $15,703,366. The Commission said that if 
certain readjustments were made that that amount would be 
reduced to $15,449,216. 

Cost of reproduction new was stated at $13,065,961 total 
owned and used; $9,608,361, cost of reproduction, less deprecia- 
tion. 

The final value of the Fort Worth & Rio Grande, as of 
June 30, 1918, was stated as total owned and used, $4,564,965, 
and total owned, $4,568,665. The capitalization was stated as 
$8,074,298, of which $2,928,300 represented common stock, 
$4,467,000 funded debt, and $678,998 non-negotiable debt to 
affiliated companies. 

The cost of reproduction new of total owned was stated 
at $4,657,000, and total used, $4,645,692; reproduction new, less 
depreciation, of total owned, $3,710,891, and total used, $3,707, 
314. 

The Commission has made a tentative valuation report, as 
of June 30, 1917, on the property of the Kansas City, Clinton 
& Springfield. It states the final value, for rate-making purposes, 
of the property used, at $2,936,553. The outstanding capitaliza- 
tions amounts to $7,512,898. The investment, in road and 
equipment, as stated on the books of the company, all data being 
as of the valuation date, was $5,070,659. The report says that 
when adjustments have been made that investment figure 
will be $2,876,282. 

In a tentative valuation report on the Lake Erie & Western, 
the Commission said the owned property of that company, as 
of June 30, 1918, had a final value for rate-making purposes of 
$24,384 652, and $29,384,652 was the value of the property used 
in the service of transportation. The outstanding capitalization, 
on the valuation date was $35,660,916 and the investment in road 
and equipment was stated as $38,459,319. The outstanding 
capitalization was divided, as follows: Common stock, $11,840- 
000; preferred stock, $11,840,000; funded debt, 11,865,000 and 
non-negotiable debt, $115,916. 

The cost of reproduction new of the owned property was 
stated at $25,907,799, and less depreciation at $19,543,419. ‘The 
cost of reproduction of the property used was stated at $31,321, 
106 and less depreciation at $22,993,073. 

The Commission has made a tentative valuation on the 
property of the ‘Montreal & Atlantic, as of June 30, 1916. The 
final value for rate-emaking purposes was stated at $1,009,872. 

In tentative valuation reports the Commission has found 
the final value of the Weatherford, Mineral Wells & North- 
western Railway Company to be $786,040 as of June 30, 1916; 
and of the property of the Batesville Southwestern Railroad, 
$174,000, as of June 30, 1915. The property of the latter carrier 
is operated by R. J. Darnell, lessee. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Chicago, Rock Island 
& Pacific to issue $10,000,000 of five-year five per cent secured 
gold notes and to sell them at not less than 97% per cent of 
par and accrued interest. The road: has been authorized to 
pledge $15,000,000 of first and refunding four per cent of gold 
bonds as security therefor, together with such additional amounts 
of such bonds as may be necessary at all times to keep the 
security at market prices, not less than 120 per cent of the 
aggregate face value of the notes outstanding. 

The Georgia & Florida has been authorized by the Com- 
mission to extend to January 31, 1927, the maturity of a loan 
of $792,000 which expired January 31, 1924, upon the pledge 
of new collateral therefor and the meeting of other conditions 
on or before July 31, 1924. ; 

The Commission has authorized the Chicago, Indianapolis 
& Louisville to issue $1,061,000 of first and general mortgage 
gold bonds series “B” and to pledge them from time to time 
until December 31, 1926, as collateral security for any note 
or notes which may be issued under paragraph 9 of section 
20a. 

The Commission has authorized the Interstate Railroad 
Company to issue not less than $80,000 of capital stock to be 
sold at not less than par and the proceeds used for the pur- 
poses mentioned in the application. 


PETITIONS FOR REHEARING, ETC. 

The Traffic Bureau of Knoxville has asked the Commis- 
sion to reopen, rehear and review the report in No. 13848, Traf- 
fic Bureau of Knoxville et al. vs. Southern Ry. et al., as if 
relates to the reparation sought on special iron and steel art! 
cles, and tin and terne plate, from Cincinnati and Ironton, O.. 
Pittsburgh and points taking the same rates or rates related 
thereto, to Knoxville, Tenn. ; 

The Southern Pine Association has petitioned the Commis 
sion in No. 13449, North Carolina Pine Association, et al., VS. 
Atlantic Coast Line R. R. Co. et al., Fourth Section Application 
No. 600 Et. Seq., for rehearing, reconsideration, reargument and 
modification of its order. 
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SOUTHEASTERN LIVE STOCK RATES 


The Commission, in a report on further hearing on I. and S. 
1563, has found that the single-line rates authorized to be estab- 
lished on live stock, to, from and between points in the south- 
east in the original report, 74 I.C.C. 419, should be applied over 
two or more lines under the same management and control. It 
further found that the Southern Railway System lines, the At- 
lanta & West Point, and Western Railway of Alabama, and the 
Illinois Central and Yazoo & Mississippi Valley, respectively, 
constituted three lines over which the single-line rates should 
be used, regardless of the fact that pieces of the three lines 
were owned by distinct corporations. 

The report of the Commission, written by Commissioner 
Esch (mimeographed), amounts to a recapitulation of former 
cases in which arose the question of what constituted two or 
more lines under the same management and control. Spe- 
cifically in this case the Commission found that the Southern 
Railway System lines constituted such a single line and that 
the same was true respecting the Atlanta & West Point Rail- 
road and the Western Railway of Alabama and also the Illinois 
Central and the Yazoo & Mississippi Valley. 

In the original report the Commission authorized the estab- 
lishment of rates on live stock in the Southeast based upon 
distance scales for edible live stock and horses and mules, re- 
spectively, which had been agreed upon by the shippers and 
carriers as a compromise. These scales were for single-line 
application, with differentials added for joint-line hauls. The 
compromise agreement, Mr. Esch said, did not specifically pro- 
vide whether the single or joint-line rates should be applied 
between points on different lines under a common management 
and control. It was provided, however, that the joint line rates 
for edible live stock should be “based on the formula provided 
by I. and S. No. 958, Shreveport-Texas Cattle, Lignite, Wood and 
Tanbark, 48 I. C. C. 283.” That report provided for the appli- 
cation of the single-line rates over two or more lines under 
the same management and control. Moreover, the Commission 
in the original report in this case said that where the agree- 
ments did not specifically provide to the contrary rates should 
be established in accordance with the conditions prescribed in 
its original decision in the Hudson mule case, 63 I. C. C. 14. 
That case also provided that no additions should be made to 
the single-line rates where two or more lines were under the 
same management and control. 

This case was brought to further hearing by informal com- 
plaints to the effect that certain lines of the Southern Railway 
System, also the Atlanta & West Point and Western Railway 
of Alabama had applied to joint-line rather than the single-line 
rates between points on different lines under common manage- 
ment and control. In correspondence between the officials and 
the Commission the former took the position that they had 
properly published the joint-line rates. The Southern Railway, 
in particular, Mr. Esch said, urged that it should not be re- 
quired to publish the single-line rates without a further hearing. 
That position caused the Commission to reopen the case on 
the point raised in the correspondence. 


At the beginning of the further hearing, the report said, 
the Illinois Central and the Yazoo & Mississippi Valley said 
that those roads were under a single management and control 
and that they were willing to apply rates made upon the single- 
line scale between points on the Illinois Central Southern Lines 
and points on the Yazoo & Mississippi Valley. 

For the respondents comprising the Southern Railway Sys- 
tem, it was shown, said the report, that the Southern Railway 
owned a controlling interest either directly or indirectly in 
each of the subsidiary companies; that each company was sep- 
arately incorporated; that the various companies had inter- 
locking directorates; that the executive, operating and traffic 
officers, to a large extent, were common to all of them; that 
the revenues, expenses, and accounts of each company were 
kept separate and distinct; and that each company had its 
Own individual bills of lading, vouchers and the like and re- 
ported separately to the Commission. 

Respecting the Atlanta & West Point and the Western Rail- 
way of Alabama, the data showed that those companies bore 
the same relation to each other as did the companies within 
the Southern Railway System with the exception that neither 
company owned any of the other’s stock. The stock was con- 
trolled in behalf of the Louisville & Nashville, the Atlantic 
Coast Line, and the Central of Georgia under various trust 
arrangements. On brief it was contended in behalf of the West- 
ern Railway of Alabama that it was practically impossible to 
define single management and control; that single management 
and control did not constitute a proper test, but that cost of 
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service to determine whether a single or joint line scale should 
be applied; and that it was immaterial whether the two car- 
riers were under a single management and control if they 
maintained separate organizations. 

The Southern Railway System, the report said, after citing 
and quoting in their brief from Blackshear Manufacturing Com- 
pany vs. A. C. L., 87 I. C. C. 654, and U. S. War Department 
vs. Abilene & Southern, 83 I. C. C. 752, admitted that those 
cases justified the application of the single-line rates on live 
stock between points on their lines. The Commission said the 
question here was not whether the defendants were legal, sep- 
arate, entities nor whether they were operated in all respects 
as they would be operated if ownership and management were 
concentrated in a single corporation. It said that in determining 
the application of single and joint line scales it had in numerous 
cases found that lines which were under common control and 
management, though owned by separate corporations, should 
be deemed single units for rate-making purposes. The Com- 
mission said no order would be entered, but that the carriers 
would be expected to publish rates in accordance with these 
findings. 


LOSS CLAIMS JURISDICTION 


The Commission has dismissed Docket 14903, Rosser & 
Fitch et al. vs. Atlantic Coast Line et al. (mimeographed), 
holding that it is not empowered to prescribe rules and regu- 
lations for the settlement of claims arising from loss or dam- 
age to shipments in transit. Following prior decisions on that 
question, it said such claims, and the measure of damage ap- 
plicable thereto, were cognizable only in the courts. 

The Commission’s report on the Rosser & Fitch et al. case 
is short. The regulating body treated the complaint as if the 
principle were so well established that it was not worth while 
entering upon an extended discussion. It dismissed on the 
authority of Buss vs. New York Central, 45 I. C. C. 161 and 
National Industrial Traffic League vs Aberdeen & Rockfish, 61 
I. C. C. 120. 

Merchants and shippers at Jacksonville, Fla., were the 
complainants. They alleged the carriers had failed and ne 
glected to establish, observe and enforce, just and reasonable 
regulations for the uniform settlement of loss and damage claims 
arising out of the handling, transportation and non-delivery of 
property, and were guilty of practicing unreasonable and unjust 
regulations in their claim departments, in violation of paragraph 
6 of section 1, of the interstate commerce act; and that in the 
adjustment of such claims they practiced unjust discrimination 
in violation of section 2. The Commission was asked to establish 
reasonable regulations for the settlement of loss and damage 
claims. 

A point of no jurisdiction was made by the railroads. They 
asserted that the subject matter was one over which the Com- 
mission had no jurisdiction. In dismissing the complaint, the 
Commission said: 


The sections relied upon by complainants do not empower 
us to prescribe rules and regulations for the settlement of claims 
arising from loss or damage to shipments in transit. Such claims, 
and the measure of damages applicable thereto, are cognizable 
only in the courts. Buss vs. N. Y. C. R. Co., 46 I. C. C.. 162% 
National Industrial Traffic League vs. A. RZ. KR. R. Co. & 
I, ©. ©... 228, 226. 


GRAIN RATE READJUSTMENT 


In a mimeographed report on I. and S. 2068, the Commission 
has found justified proposed readjustment of rates on grain and 
grain products from points in southeastern Missouri to Mem- 
phis, New Orleans, and other points in the Mississippi Valley 
and between points in southeastern Missouri and St. Louis, 
Cairo, and related points, except that rates on coarse grains 
from the points of origin to New Orleans must not exceed ten 
per cent less than rates on wheat to New Orleans and rates 
from Oran and Jackson, Miss., to Cairo. Fourth section relief 
was denied. 

The report also deals with fourth section applications 
Nos. 799, 4218, 4219 and 4944. It was written by Commis- 
sioner Lewis. The suspended schedules involved rates on 
grain and grain products from points in southeastern Missouri 
to Memphis, New Orleans and other points in Mississippi Val- 
ley territory, and between points in southeastern Missouri and 
St. Louis, Cairo and related points. The proposals were sup- 
ported, generally speaking, by St. Louis, Cairo and Jonesboro, 
Ark., interests. Commissioner Lewis said the proposals rep- 
resented what grain interests at the points mentioned regarded 
as a fair proposal to correct certain maladjustments. 

Broadly speaking, the attempt was to bring rates on the 
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east and west sides of the Mississippi River into equilibrium 
without requiring the west side carriers to sacrifice business 
at the crossings, or, in the alternative, reduce their rates at 
intermediate points, so as to avoid four section violations. Mr. 
Lewis went minutely into the details of the adjustment. The 
maladjustments were considered in Grain, Grain Products and 
Feeds, 78 I. C. C. 209. In that case the Commission said the 
carriers had not justified their proposals. In disposing of this 
case, the Commission said: 


We find that respondents have justified the rates proposed in the 
suspended schedules, except the following which we find not justi- 
fied: Rates on coarse grains from the various points to New Orleans 
in so far as they exceed rates 10 per cent less than those herein 
proposed on wheat from the same points to New Orleans; rates from 
Oran and Jackson, Mo., to Cairo, Ill. Respondents will be required 
to cancel the various schedules under suspension without: prejudice 


to the filing of new schedules in conformity with our findings herein. - 


It is to be understood, however, that our finding respecting the rates 
from Oran and Jackson to Cairo implies that respondents in the pub- 
lication of the new schedules will readjust the rates from such other 
points to Cairo where it is necessary to do so in order to properly 
align same with the existing rates from Oran and Jackson. 

The departures from the long-and-short-haul rule are protected 
by Fourth Section Applications’ Nos. 4218 and 4219 filed. on behalf 
of the Missouri Pacific Railroad Company, and the St. Louis, Iron 
Mountain & Southern Railway Company, No. 799 filed on behalf of 
the St. Louis & San Francisco Railway Company, and No. 4944 filed 
on behalf of the St. Louis Southwestern Railway Company. Such 
portions of said applications wherein authority is sought to continue 
rates on grain and grain products from points in southeastern Mis- 
souri to Memphis, Tenn., Mobile, Ala., St. Louis, Mo., Cairo, IIl., 
New Orleans, La., and points taking same rates, also to points in 
Arkansas, and points taking same rates or basing thereon, with- 
out observing the provisions of the fourth section of the inter- 
state commerce act, were heard in connection with this proceed- 
ing. The carriers offered no substantial evidence in justification 
of the departures sought but referred to a petition filed by the 
Missouri Pacific Railroad for modification of our supplemental Fourth 
Section Order No. 7542 entered in Memphis-Southwestern Investiga- 
tion, 80 I. C. C. 157, in so far as it denied authority to maintain lower 
rates on grain and grain products from St. Louis, Mo., and Cairo, IIl., 
to Memphis, Tenn., and Mississippi River crossings south of Memphis 
and from Memphis to river crossings south of that point than are 
contemporaneously maintained on like traffic to intermediate points. 
A hearing was had upon this petition and the commission, by its de- 
cision on June 2, 1924, affirmed its prior order and denied the modi- 
fication sought, Memphis-Southwestern Investigation, 89 I. C. C. 566. 
Following the action taken in that case the Fourth Section applica- 
tions heard in connection with the instant proceeding will be denied 
to the extent they are here involved. 


EPSOM SALTS CASE DISMISSED 


An order of dismissal has been entered in No. 15121, 
Proximity Manufacturing Company et al. vs. Director-General 
(mimeographed), on a finding that the sixth class rate charged 
in the period of federal control on epsom salts, carloads, from 
Atlanta, Ga., to Greensboro, N. C., was not unreasonable or 
otherwise unlawful. The shipments were made between Decem- 
ber 16, 1918, and February 23, 1920. In March, 1921. the South- 
ern voluntarily reduced the rates to Greensboro to the basis of 
31.5 cents from Atlanta to Durham and Winston-Salem, N. C., 
points more distant from Atlanta than Greensboro. On ship- 
ments which moved subsequent to federal control the Southern 
has made refund to the complainants under special Docket No. 
64459, to the basis of the rate to the more distant point. 

The Director-General, however, refused to follow the pre- 
cedent set by the Southern Railway. He contended that the 
sixth class rate was the one generally charged in that part of 
the country and showed rates in the opposite direction for much 
shorter hauls than the rates charged from Atlanta northward. 
The Commission said the award of reparation covering ship- 
ments made after federal control was based upon an admission 
by the Southern that the rate charged was unreasonable. It 
said that here there was no such admission. It added that the 
record in this case was much more complete and failed to 


establish that the rate charged was unreasonable or otherwise 
unlawful. 


SWITCHING CHARGE CONDEMNED 


In a mimeographed report on I. and S. No. 2086, absorption 
of switching charges at Portsmouth, Va., the Commission 
condemned the proposed rules for application in connection 
with the refining of vegetable oil in transit at Portsmouth, 
which would require the refiner to pay the switching charges 
on outbound shipments, as not having been justified. It or- 
dered the suspended schedules to be canceled. 


Under schedules bearing the effective date April 7, 1924, 
the Atlantic Coast Line, Norfolk Southern, Seaboard Air Line 
and Southern proposed to establish rules for application in 
connection with the refining of vegetable oil in transit at Ports- 
mouth, providing for the payment by the refiner of switching 
charges on outbound shipments. Upon protest of the Ports- 
mouth Cotton Oil Company, the schedules were suspended until 
August 5. The Commission said that for more than twenty 
years the protestant and its predecessor had the benefit of a 
transit arrangement, enabling them to ship crude cottonseed 
and other vegetable oils from southern points to Portsmouth 
for refining and to reship the refined oil to destinations in 
northern states and Canada at the rates applicable from the 
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point of origin to final destinations. The protestant’s plant is 
served only by the Norfolk & Portsmouth Belt Line directly, 
On incoming shipments of crude oil to be refined in transit a 
charge of $4.95 per car is absorbed by the respondents. The 
charge for outbound switching for many years had been borne 
by the carrier obtaining the road haul on the refined oil. Shortly 
prior to February 1, 1924, the Pennsylvania, which the Commis. 
sion said appeared to be the carrier principally interested in 
the outbound movement, notified the respondents that on and 
after that date it would not absorb this charge, alleging that 
its absorptions tariff did not require it to do so. Thereupon 
the respondent published the suspended schedules. No attempt, 
the Commission said, was made by the respondents to justify 
the increase in the rates. The Pennsylvania, the Commission 
said, was represented at the hearing and introduced evidence 
in order to protect its interest. In its brief, the Commission 
said, the Pennsylvania took the position that it was not re- 
quired to absorb more than $3.60 of the charge. With that 
contention the Commission said it could not agree. It said that 
even if it were conceded that the Pennsylvania’s absorption 
tariff was ambiguous the practical construction placed upon it 
by that carrier while it absorbed the whole amount of the belt 


_line’s switching charge was entitled to weight, hence the con- 


clusion that the proposed imposition on the protestant had not 
been justified. 


COAL ROUTING CASE 


The Commission, in a mimeographed report on No. 14987, 
Weston Dodson & Company vs. New York, Ontario & Western 
et al., found unreasonable a rate of $3 on bird’s-eye anthracite, 
from Winton, Pa., to North Adams, Mass., applied on 65 carloads, 
shipped in April, 1920, to the extent it exceeded: $2.60 per ton 
and awarded reparation to that basis. The complainant had a 
permit, from the New York Central, to forward the coal over an 
embargoed route, over which a rate of $2.40 was applicable. 
The permit was filed with the originating carrier but the bills of 
lading specified a route over which the $3 rate applied, The coal 
was shipped in accordance with the instructions given by the com- 
plainant to the mine from which the coal was taken. The Com- 
mission said the instructions were not changed. 

While the rate was condemned as unreasonable, the Com- 
mission gave leading consideration to the routing feature of the 
case. The complainant sold the coal under an agreement that the 
consignee was to pay not to exceed $2.40 per ton as freight. The 
route over which that rate applied was embargoed. The Commis- 
sion said the complainant made out bills of lading showing a route 
designated as “O&W-B&M.” The route showing Boston & Main 
delivery, carrying the $2.40 rate, was embargoed by the Boston & 
Albany, the Boston & Maine providing only switching delivery on 
that rate. 

Prior to the movement, the report said, the complainant ob- 
tained a permit from the New York Central authorizing move- 
ment over the embargod route. The permit called for Boston 
& Albany delivery, but the Commission said that that point was 
not material, although Boston & Maine delivery was desired. 
The permit was given to the Ontario division freight agent. He 
wrote to the coal-shipping agent of the Ontario at Mayfield Yard, 
Pa., saying, “we understand this business is to be shipped from 
Rhondda operation at Winton by Weston-Dodson & Co., Inc. 
Please be governed accordingly.” 

The Commission said the applicable tariff of the Ontario 
provided for reconsignment or diversion in terms as follows: 
“Request for diversion or reconsignment must be made or con- 
firmed in writing, and be accompanied by satisfactory evidence 
of ownership.” 

The Commission said that while the exact nature of the 
instructions to the division freight agent of the Ontario at 
Scranton, Pa., was not disclosed by the record, the complainant 
admitted that no request on any of the agents of that carrier was 
made or confirmed by it in writing. The complainant con- 
tended, however, that its oral request, together with the tender 
of the New York Central permit, constituted sufficient instruc- 
tions to permit the Ontario to accomplish the necessary diver- 
sion; and that the letter of instructions written by the division 
freight agent of the Ontario to the coal-shipping agent of that 
carrier at Mayfield Yard, having been prepared on behalf of the 
complainant, was a substantial compliance with the tariff rule 
requiring requests for diversion or reconsignment to be made or 
confirmed in writing. The railroads, the report said, contended 
that the filing of the permit merely authorized the diversion if 
requested in accordance with the governing tariff provisions; 
that no such request was received; and that the carrier was 
obligated to follow the bill of lading routing in lieu -of in- 
structions from complainant to the contrary. As to the effect 


of the letter and the conflicting instructions, the Commission 
said: 


The letter written by the division freight agent of the Ontario 
to its coal-shipping agent at Mayfield Yard was in no sense the 
confirmation of a request for diversion. The language of that 
letter clearly indicates that it was intended to apprize the coal- 
shipping agent that if proper instructions to divert were received 
diversion to an embargoed route might be accomplished under the 
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permit transmitted. Complainant might readily have notified the 
Rhondda Coal Company to bill the shipments by way of the route 
desired. In this event, the Ontario would have been obligated to 
move the shipments that way. With the permit in its possession 
the Ontario was authorized to accept shipments for movement by 
way of the embargoed route and to divert shipments to that route, 
provided instructions to divert were made in accordance with the 
provisions of the governing tariff. But _the direction to the coal- 
shipping agent to “be governed accordingly” laid no obligation 
on the Ontario to forward the shipments by way of the embargoed 
route, in view of the fact that the bills of lading contained specific 
instructions for movement by way of a different route, and no 
proper request to divert was received. 


As to the rate itself, the Commission said the defendants 
claimed the $2.40 rate was depressed. It compared earnings 
under the rates over the different routes mentioned in the 
testimony and announced the conclusion that the $3 rate was 
unreasonable to the extent it exceeded $2.60 per ton. It found 
that the complainant paid and bore the charges in excess of 
$2.40 per ton and awarded reparation to the basis of $2.60 per ton. 


INDUSTRIAL LINE REPARATION 


When the Commission made its decision in No. 8406, Jones 
& Laughlin Steel Company vs. Pittsburgh & Lake Erie, Director- 
General, et al., and the thirty sub. numbers thereunder, mimeo- 
graphed (Traffic World, July 12), it approached what was be- 
lieved to be the end of the industrial railway or tap line ques- 
tion which had been an irritation for more than fifteen years. 
In the instant case it found the Monongahela Connecting, The 
South Buffalo, the Union, and the Newburgh & South Shore, to 
have been at all times covered by the complaint, common car- 
riers subject to the act to regulate commerce, lawfully entitled 
to receive from their respective trunk line connections divisions 
of joint rates or absorptions of switching charges under ap- 
propriate tariff provisions, such pr.visions or absorptions to be 
reasonable. 

It awarded reparation to the complainants and interveners 
in respect of interstate carload shipments made in the period 
from April 1, 1914, to April 14, 1915, both inclusive, on which 
the complainant and interveners had paid the charges of 
the four industrial roads in addition to the district rates of 
their trunk line connections. 

Chairman Hall, author of the report, recited the history of 
the controversy. He started with April 1, 1914, saying that 
prior thereto for many years the trunk lines published tariffs 
providing for absorption of the switching charges of the four 
industrial railroads, and that thereby the shippers located on 
the industrial roads were accorded the same basis of rates as 
shippers with plants on the trunk lines in the same rate 
districts. That situation was broken up when, in Industrial 
Railway Case, 29 I. C. C. 212, decided January 20, 1914, the 
Commission found the four industrial railroads were plant 
facilities rather than common carriers and therefore not en- 
titled to either divisions or absorptions. On April 1, 1914, 
the trunk lines, in so far as interstate commerce was concerned, 
canceled the allowances to the industrial railroads and the 
shippers had to pay the charges of the industrial railroads, in 
which some of the shippers had a proprietary interest. 

When the Supreme Court of the United States, in the tap 
line cases, 234 U. S. 1, laid down rules for determining the 
status of a railroad claiming to be a common carrier, the Com- 
mission reversed itself in a supplemental report in the Indus- 
trial Railways case and in effect said that the proprietary rail- 
roads were entitled to either joint rates or absorption of switch- 
ing charges. Thereafter, the trunk lines, under a stipulation, 
resumed absorption of switching charges on April 15, 1915, to 
the amount stipulated in that agreement. The substance of 
the agreement was that the trunk lines were to accord such 
industrial roads 10 cents per ton, net or gross, as rated. Prior 
to that agreement or stipulation, the compensation of the indus- 
trial roads had varied, being in most cases, the chairman said, 
15 cents, 10 cents, or 25 per cent of the rate where the rate was 
less than 40 cents per ton, thus scaling, roughly, the compen- 
sation of the industrial railroads with reference to the compen- 
sation received by the trunk lines. 

Throughout the period of little more than a year, the com- 
plainants and interveners were compelled to pay the switching 
charges of the industrial roads on interstate shipments in addi- 
tion to the district rates. Allowances or absorptions on intra- 
state commerce were continued in the period because state au- 
thorities had found the industrial railroads to be common car- 
riers. Chairman Hall said that in the period the complainants 
were at a disadvantage with their competitors to the extent of 
the unabsorbed switching charges, and that the complaints were 
claims for reparation in specified amounts to the basis of the 
district rates contemporaneously in effect. 

Three of the complainants, the Commission said, controlled 
the industrial railroads serving them. It said that some of the 
complainants also were served by one or more of the roads con- 
trolled by the other complainants. The Union Railroad, it said, 
which served several of the complainants, subsidiaries of the 
United States Steel Corporation, ‘was controlled directly by that 
corporation. 
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Chairman Hall said that a review of the cases preceding 
this one showed that the Commission had yet to pass upon the 
following questions as to all complaints, except those grouped 
about the Lake Terminal, and other subsidiaries of the United 
States Steel Corporation, which, while not directly mentioned in 
the head notes of the case, were involved. 


1. Whether the four industrial roads were common carriers, 
subject to the Act during the non-absorption period and law- 
fully entitled to receive from their respective trunk line con- 


nections divisions of joint rates or absorptions of switching 
charges. 


2. Whether the rates charged complainants were unrea- 
sonable and unduly prejudicial. If so, were complainants dam- 
aged; the extent thereof, and the basis for reparation, if any. 

3. To what extent should the four defendant industrial roads 
participate in any award of reparation. 


4. Reasonableness of the present switching absorptions or 
divisions and those for The future. 
As to all except the Monongahela, the question of their 
per diem reclaim arrangement. 


Complainants, interveners and defendants, the Commission 
said, except certain ones which had ceased operating, filed a 
stipulation and submitted the proceedings for decision upon that 
stipulation and the record as made. Further hearing was waived 
except with respect to the claim of Joseph Joseph & Brothers 
Company. The stipulations, Chairman Hall said, covered much 
of the history he had recited and in addition the following: 


(1) At all times during the period covered by the complaints 
the essential facts determining the common carrier status of the 
four industrial roads named were the same as the facts dis- 
closed upon hearings in this proceeding when we found them to 
be common carriers in the reports cited. 

(2) If reparation is awarded, complainants, Carnegie Steel 
Company, American Steel & Wire Company, Universal Portland 
Cement Company and Lackawanna Steel Company, and intervener, 
Corrugated Bar Company, waive payment of any interest; and 
complainant, Jones & Laughlin Steel Company, shall receive in- 
terest at the rate of 3 per cent per annum from the date of pay- 
ment of charges to the date of payment of reparation, and waives 
interest in excess of said amount. 

(3) If reparation is awarded to the basis of the district 
rates the four industrial roads named shall severally participate 
in the payment thereof, to the extent that their respective charges 
on the shipments covered by the claims exceeded 10 cents per 
ton, net or gross, as rated, which sum, it is admitted by the trunk 
lines, would not have been more than a reasonable absorption. 

(4) The industrial roads withdraw their prayer for deter- 
mination in this proceeding of the issues raised by their respect- 
ive cross-petitions mentioned under 4 and 5 above, without preju- 
dice to determination of those issues in any proceeding covering 
the period subsequent to the date of the execution of the stipula- 
tion. 

(5) Jones & Laughlin Steel Corporation, a corporation, has 
acquired by purchase all the property and assets of Jones & 
Laughlin Steel Company, the original complainant herein, includ- 
ing the claim and cause of action herein, and is entitled to receive 
payment of any reparation found to be due Jones & Laughlin 
Steel Company. ; ; 

(6) Intervener, Trimble, Mudge & Co., a corporation, is, by 
reason of change of corporate name, now H. N. Trimble Steel 
Company, and the latter is entitled to receive payment of any 
reparation found to be due Trimble, Mudge & Co. : 

(7) Bethlehem Steel Company, a corporation, has acquired 
by purchase all the property and assets, other than real estate 
and interests in real estate, of Lackawanna Steel Company, the 
original complainant herein, including the claim and cause of 
action herein, and is entitled to receive payment of any repara- 
tion found to be due Lackawanna Steel Company. 


The Commission said that upon the record as amplified by 
the stipulation and following National Tube Company vs. Lake 
Terminal R. R. Co., 55 I. C. C., 469, it was of the opinion and 
found as follows: 


1. That the Monongahela Connecting Railroad Company, The 
South Buffalo Railway Company, Union Railroad Company and The 
Newburgh & South Shore Railway Company were at all times covered 
by these complaints common carriers subject to the act to regulate 
commerce lawfully entitled to receive from their respective trunk line 
connections divisions of joint rates or absorptions of switching charges 
—_—, appropriate tariffs, such divisions or absorptions to be rea- 
sonable, 

2. That defendants have failed to justify the increased rates dur- 
ing the period of non-absorption in so far as they resulted in trans- 
portation charges exceeding those contemporaneously in effect to and 
from trunk line points in the same rate districts, and that the aggre- 
gate charges applicable during the period of non-absorption were un- 
just and unreasonable to the extent indicated. It is unnecessary to 
pass upon the issue of undue prejudice. 

That complainants and interveners, except Jos. Joseph & Brothers 
Company, made shipments as described and paid and bore the freight 
charges thereon herein found to have been unreasonable; they have 
been damaged thereby in the difference between the transportation 
charges paid and those which would have accrued at the district 
rates herein found reasonable; and they or their respective successors 
in interest are entitled to reparation without interest, except that 
Jones & Laughlin Steel Corporation. successor in interest of Jones 
& Laughlin Steel Company is entitled to interest at the rate of three 
per cent per annum and H. A. Trimble Steel Company, successor 
in interest of Trimble, Mudge & Company, and Edward H. Binns, 
doing business under the name and style of C. G. Hussey & Com- 
pany, are entitled to interest at the rate of six per cent per annum. 

4. That the absorption by the defendant trunk lines of the charges 
of the four industrial roads named in the finding numbered 1, sunra, 
on carload shipments of interstate traffic during the period of non- 
absorption to the extent of 10 cents per ton, net or gross as rated, 
but not to exceed their respective p&blished charges, would not have 
resulted in any rebate or unlawful discrimination in favor of the affili- 
ated industries. 

The exact amount of reparation due cannot be determined from 
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the records, and complainants should comply with rule V of Rules of 
Practice. 

No. 8406 will be set for further hearing together with a number 
of other similar cases, to afford intervener Jos. Joseph & Brother Com- 
pany opportunity to submit proof as to charges paid by it. 


Commissioner Eastman dissented, but did not say why. The 
Commission said no order was necessary at this stage of the, 
case. 


The report embraces, in addition to the leading case, the 
following sub-numbers: 


No. 8406 (Sub. No. 1), American Steel & Wire Company vs. 
Newburgh & South Shore Railway Company, Director-General, as 
agent, et al.; No. 8406 (Sub. No. 2), Same vs. Same; No. 8406 (Sub. 
No. 3), Same vs. Same; No. 8406 (Sub. No. 4), Same vs. Same; 
No. 8406 (Sub. No. 5), Same vs. Same; No. 8406 (Sub. No. 6), 
Same vs. Same; No. 8406 (Sub. No. 7), Same vs. Same; No. 8406 
(Sub. No. 13), Carnegie Steel Company vs. Monongahela Connect- 
ing Railroad Company et al.; No. 8406 (Sub. No. 14), Same vs. 
Same; No. 8406 (Sub. No. 18), Same vs. Same; No. 8406 (Sub. No. 
16), Carnegie Steel Company vs. Union Railroad Company, Di- 
rector-General, as agent, et al.; No. 8406 (Sub. No. 17), Same vs. 
Same: No. 8406 (Sub. No. 18, Same vs. Same; No, 8406 (Sub. No. 
19), Same vs. Same; No. 8406 (Sub .No. 24), Universal Portland 
Cement Company vs. Same; No. 8406 (Sub. No. 25), Same vs. Same; 
No. 8406 (Sub. No. 27), Same vs. Same; No. 8406 (Sub. No. 28), 
Same vs. Same; No. 8406 (Sub. No. 29), Lackawanna Steel Com- 
pany vs. South Buffalo Railway Company, Director-General, as 
agent, et al.; No. 8406 (Sub. No. 26), Universal Portland Cement 
Company vs. Same, and No. 8406 (Sub. No. 30), Edward H, Binns, 
doing business under the name and style of C. G. Hussey & Co., 
vs. Pittsburgh & Lake Erie Railroad company et al. 


REPARATION ON SAND 


A finding of unreasonableness and an award of reparation 
have been made in No. 13942, Warren Bros. Company vs. Direc- 
tor General, Delaware, Lackawanna & Western R. R., et al. 
(mimeographed), as to a rate of 9 cents on two carloads of 
sand from Nichols, N. Y., to Athens, Pa., shipped in November- 
1919. The Commission said the rate was unreasonable to the 
extent it exceeded 6 cents and awarded reparation to that basis. 





SLACK-BARREL RATES 


The Commission has dismissed No. 13663, J. D. Hollings- 
head Company vs. Missouri, Kansas & Texas et al. (mimeo- 
graphed), on a finding that rates on slack-barrels from St. 
Joseph, Mo., to points in Oklahoma are not unreasonable, un- 
duly prejudicial or otherwise unlawful, as alleged in the com- 
plaint. The complainant insisted they were unduly prejudicial 
to the extent they exceeded rates contemporaneously in effect 
from Dallas, Oak Cliff, Fort Worth and North Fort Worth to 
the same destinations. The complainant desired rates made in 
accordance with the scale prescribed by the Commission in the 
Shreveport case. The Commission said there were no facts of 
record which would justify the extension of so low a scale as 
the Shreveport scale from St. Joseph and other points to Okla- 
homa and that the evidence was not convincing that the lower 
rates from Fort Worth and Dallas resulted in any substantial 
damage to the complainant. It said the position of the com- 
plainant was that the alleged discrimination should be removed 
by reductions from St. Joseph and not by increases from the 
points alleged to be unduly preferred. 


MISROUTING REPARATION 


A finding of misrouting and an award of reparation have been 
made in No. 14554, Gust Johnson et al. vs. Chicago, Milwaukee 
& St. Paul (mimeographed), on a carload of coal shipped from 
Jewell, Va., to Minneapolis, in January, 1922. The coal was 
billed via Minnesota Transfer Railway but the waybill did not 
show routing via Minnesota Transfer. The car was held at a 
hold yard and then sent to the bill of lading delivery point. 
Charges were collected for the extra hauling and demurrage 
was assessed. The Commission found that under the routing 
inserted in the bill of lading the defendant should have deliv- 
ered the shipments to the Minnesota Transfer Railway and that 
accordingly the car was misrouted. It ordered reparation to 
the basis of a direct movement to the bill of lading destination. 


CRUDE OIL DIFFERENTIAL 


In a mimeographed report on No. 13657, W. H. Barber Com- 
pany et al. vs. Alabama & Vicksburg et al., the Commission 
condemned, as unreasonable, rates on crude, fuel and gas oils 
from points of origin in Kansas, Oklahoma, Texas and Louisiana 
to Minneapolis to the extent that they exceeded 5 cents less 
than the contemporaneous rates on refined oils from the same 
points to Minneapolis. It awarded reparation to that basis. 








OIL REPARATION 

A finding of misrouting and an award of reparation have 
been made in No. 14659, Refinite Company and T. E. Stevens, 
receiver, vs. Director General (mimeographed), on one carload 
of crude oil shipped from Lander, Wyo., to Ardmore, S. D., in 
July, 1918. The shipment wes sent over a route carrying a 
combination rate of 54 cents and charges were assessed on the 
basis of 60,000 pounds. The Commission found that the ship- 
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ments should have moved over a route carrying a combination 
rate of 34 cents and that under the tariffs an estimated weight 
of 51,504 pounds should have been used in assessing the charges. 


POTASH CASE DISMISSED 


The Commission has dismissed No. 14904, Griess-Pfleger 
Tanning Company ys. Central Railroad of New Jersey et al., 
mimeographed, on a finding that rates on bichromate of potash, 
carloads, from Jersey City, N. J., to Waukegan and Chicago, IIl., 
are not unreasonable. The complaint alleged that the fourth 
class rate imposed on ten carloads shipped between June 8 and 
December 28, 1922, were and are unreasonable. The complain- 
ant contended the ‘fourth class rates on bichromate of potasl 
were unreasonable as compared with rates on bichromate of 
soda. Both are rated fourth class, minimum 36,000 pounds, in 
Official Classification, and both move at fourth class rates within 
Central and Trunk line territories, but bichromate of soda, by 
exception to the classification, takes sixth class from Trunk line 
to Central territories. The railroads said that the lower rates 
on bichromate of soda were established under special condi- 
tions and should be accepted as a standard of comparison of 
rates on bichromate of potash. The report also embraces a 
sub number, Same vs. B. & O. et al. 


NO GRAIN REDUCTION 


The Commission, in a report written by Commissioner 
Aitchison, has found the basis rates on grain and grain prod- 
ucts involved in 15263, in the matter of rates and charges on 
grain and grain products, and 14393, Kansas Public Utilities 
Commission vs. Atchison, Topeka & Santa Fe et al., opinion 
9607 (91 I. C. C. 105-85), not unreasonable or otherwise in 
violation of the interstate commerce act. It further found that 
the present record necessitated no change in the basis of ap- 
proximate value for rate-making purposes in the western dis- 
trict, adopted by it in 1920 and reviewed in 1922. It further 
said that, whether or not expenditures for maintenance and 
equipment in 1923 were, to some extent, abnormal, the conclu- 
sion was not warranted that the earnings of carriers in the 
western district were in excess of a fair return. It, therefore, 
dismissed the Kansas complaint and discontinued the case 
initiated by itself. The decision in favor of maintaining the 
existing rates was made by a vote of six to five. Commissioner 
Potter wrote a concurring report in which he agreed with 
Aitchison as to the facts, but set forth his views as to the 
duty of the Commission under section 15-a, and in that Com- 
missioner Cox concurred. 

Dissents were written by McChord, Eastman, Campbell and 
Lewis. McManamy authorized McChord to say that he as- 
sented to the McChord views. 


In the opinion written by Mr. Aitchison, a considerable 
review of the valuation work done by the Commission as to 
roads in the western district is set forth to show that, even if 
there were abnormal maintenance of equipment expenditures in 
1923, as urged by the complainants, the return for that year 
would be only 5.36 per cent, which would still be less than a 
fair return. The report also contains a discussion of the eco- 
nomic condition of agriculture, the condition of the railroads, 
and the dozens of other phases brought out in the testimony. 


The report summarized the situation as developed by the rec- 
ord as follows: 





f (A) That rates on grain, grain products, and hay, generally speak- 
ing, are now on a somewhat lower basis compared with pre-war freight 
rates than are the carload rates on other traffic. 

(B) That the earnings per car, per car-mile, and per ton-mile 
on grain and grain products, compared with other classes of traffic 
and with all carload traffic, do not show that grain and its products 
are now contributing more than their fair share of the revenues of 
the carriers in this group, considering the value of the traffic, the 
average hauls, the relative services performed, and the ratio of the 
revenue produced by grain and grain products to total carload reve- 
nues compared with former years. 

(C) That there has been increase in the average loading of grain 
and its products in recent years, as well as in the average loading 
of all carload traffic, although not to the same extent in the case 
of all carload traffic. This factor was given weight in rates on grain, 
grain products, and hay, wherein we required reductions to be made 
in the rates for the transportation of these commodities. 

(D) That there has been slow but progressive improvement in the 
economic condition of agriculture in the western group since 1921, 
though the improvement in grain raising areas is less than with 
respect to other classes of agriculture. 

(E) That the present adjustment of rates on grain and its products 
from the “element of value” standpoint, compared with the other 
heavy-loading commodities moving in volume, pointed to by com- 
plainants. as profiting by the disturbance in relative values, is not 
unfavorable to grain and grain products. 

(F) That, despite a peak year in 1923, from the standpoint of 
traffic handled, it does not appear that respondents made a fair 
return after giving due consideration to the ¢omplainants’ conten- 
tions as to abnormal expenditures for maintenance of equipment and 
to the aggregate valuation. 

(G) That we have no assurances on this record that there will 
be such further increases in tonnage of such reductions in operating 
expenses in the immediate future as to enable respondents to earn 
an excess over a fair return. Any further reduction in revenue would 
increase the shortage in the fair return of carriers in the western 
group. 

(H) That large additions to capital must continually be made bv 
carriers in this group for needed additions and betterments, which 


Ju 


cal 
un 


in 

dis 
cr€ 
ma 
col 
wo 


Qqaooo0ondare 


o> 





Some TS Tee eae 


say i 


aes ALG aN API aR Pete 





July 19, 1924 


cannot be done if the credit of the carriers is seriously affected by 
undue impirment of their net revenues from operation. 

(1) That the benefit which would accrue to the average farmer 
in case of a reduction in rates is samll compared with the aggregate 
disastrous effect on certain of respondents’ revenues and on their 
credit, and there is serious doubt whether farmers would not, in 
many instances, lose from impaired railroad service more than they 
could possibly gain from a reduction in rates, even if the farmers 
would get the entire benefit of any reduction made. 


DIVISIONS CORRECTED 


In 13010, New York Dock Railway vs. Baltimore & Ohio 
et al., opinion 9568, 89 I. C. C. 695-707, the Commission found 
the division of joint rates accorded to the complainant unjust, 
unreasonable and inequitable back to July 28, 1921. Divisions 
ordged are: 5.7 cents a hundred on carloads on and east of 
western termini of trunk lines, and 8.4 cents on L. C. L.; 8.11 
cents west of that line; 5.4 and 8.1 from the New Haven; 44 
cents on coal and 76 cents on coke. Reparation is to be made 
on that basis since July 1, 1922. Reparation for the period 
prior to that is to be on a higher basis. 


WATER FRONT L.C. L. FREIGHT 


The Commission, in a mimeographed report on I. and S. 
No. 2034, Loading of Less Carload , Freight on Lighters in Nor- 
folk, Va., Harbor, found the carriers had not justified the rule 
in the tariff proposed by them under which shippers on the 
water front at Norfolk, Va., would be required to load their less 
than carload shipments, for outbound movement, on the barges 
of the respondents, even if, as claimed by the railroads, the 
shippers could perform that work at much less cost than the 
carriers. 

At present shippers are required to place their less than car- 
load shipments on the aprons of the wharves. There men em- 
ployed by the railroads take the shipments and place them on 
the barges and lighters which the railroads send when there is 
a minimum of 20,000 pounds to be loaded. 

Water front loading is a reminder of the time, prior to 
1898, when the railroads received much of their traffic at the 
water front. In the year mentioned the belt line was built and 
shippers began finding locations on its rails. Construction of 
other terminals still farther reduced the water front loading 
on barges, which the carriers, in the defense of their proposal, 
compared to the trap car service. In the latter the shippers 
do their own loading. 

Railroads presented cost data tending to show, they said, 
that the cost of the work done by them was about 53 cents per 
ton. Testimony by the protestants showed that a stevedore 
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STATE EXPRESS RATES 


Condemnation of state-made express rates as an unjust 
discrimination against interstate commerce has been proposed 
by Examiner Earl M. Steer, in No. 15079, Hunter Mercantile 
Company et al. vs. American Railway Express Company. He 
proposed that the Commission find reasonable express rates on 
fresh fruits and vegetables from the Farmington district in 
New Mexico to destinations in Colorado, and the condemnation 
of rates on like traffic from the western slope district of 
Colorado to destinations in that state, imposed by state author- 
ity, as causing undue preference of that district, undue pre- 
judice to the Farmington district, and unjust discrimination 
against interstate commerce. He said the unjust discrimination, 
undue preference and prejudice should be removed by in- 
creasing the intrastate rates from the western slope district 
to destinations on the Rio Grande north of Antonito and east 
and south of Salida, Colo., to $1.51 per 100 pounds on ship- 


ments of 1,500 pounds or more, and to $1.85 on shipments of . 


less than 1,500 pounds. At present the state-made rates to 
the destinations mentioned are 46 cents lower on shipments of 
1,500 pounds or more and 80 cents on shipments of less than 
1,500 pounds. 

The examiner said the Colorado rates were lower than rates 
for like distances in the surrounding states of New Mexico, 
Arizona, Utah, Wyoming, Nebraska, Kansas and Oklahoma. One 
rate of $1.25, he said, was lower than the Colorado rate for 
shorter distances to the Colorado common points. He said 
it was declared to be the lowest express rate on fruits and 
vegetables in the United States. 


GRAIN CASE DISMISSED 
Examiner Leo J. Flynn has recommended the dismissal of 
No. 15029, Des Moines Board of Trade et al. vs. Des Moines 
& Central Iowa Railroad, on a finding that proportional rates 
On grain, from Des Moines to destinations in Texas, are not 
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contracted to do work of that kind for 19 cents per ton. They 
questioned the accuracy of the cost study made by the railroads. 
The Commission said it was not necessary to question its ac- 
curacy, in view of the testimony that the work had been done 
for the amount mentioned. 

In the days when nearly all the work was done on the 
water front, the report said, the railroads took the freight from 
the warehouses. As the amount of business from the water 
front diminished, the carriers made provision for picking up 
the traffic from the aprons of the wharves and finally proposed 
to put the burden on the shippers, because, as they said, the 
added cost, to the shippers, of hand trucking to the barges 
would be small, while to them, it would be large. 

The Commission said the rates paid by the shippers were 
made when the carriers picked up the traffic at the warehouses 
and therefore they included the cost of the transfer to barges. It 
called attention to the fact that some of the shippers had put in 
conveyors to carry their traffic to the apron of the wharves 
and that such conveyors could not be used for the additional 
service. The Commission said that the record showed that sev- 
eral shippers preferred to load their own freight “as they have 
a right to do” but that where an industry had installed labor- 
saving apparatus at corresponding expense because of induce- 


ments held out by carriers, such service should not be lightly 
taken away. 


SWITCHING ABSORPTION 

The Commission, in a mimeographed report on I. and S. 
No. 2060, absorption of switching charges at North Kansas 
City, Mo., said the carriers had not justified the proposed can- 
cellation of absorption of switching charges at North Kansas 
City on carload traffic originating at or destined to certain non- 
competitive points on the. Missouri Pacific. The report also 
covered I. and 8S. No. 2144, absorption of switching charges at 
Kansas City, Mo.-Kan. 

The Commission said that its condemnation was without 
prejudice to the filing of new schedules which would not vio- 
late the fourth section. The effect of the proposed changes 
would be the discontinuance of the Missouri Pacifie’s pres- 
ent practice of absorbing the charge for the switching service 
necessary to reach industries of its line at North Kansas City 
on carload traffic originating at or destined to certain of the 
Missouri Pacific’s local points. The cancellation of the ab- 
sorption would have increased the charges to be paid by the 
shipper. The Commission said it was its view that all ship- 
pers similarly situated within the Kansas City switching limits 
should be placed upon the same basis. 


unreasonable, unjustly discriminatory or unduly prejudicial. The 
complaint was that the proportionals from Des Moines were 
unreasonable, unjustly discriminatory, and unduly preferential 
of Kansas City and other Missouri River cities, Minneapolis, 
St. Louis, Davenport and Peoria. At the hearing, the exam- 
iner said, the complainants asked for the establishment of pro- 
portional rates from Des Moines no higher than those main- 
tained from Council Bluffs and Omaha. 


DAMAGE PROOF LACKING 


A recommendation that complaint be dismissed has been 
made by Examiner John C. Donnally in No. 15469, Transconti- 
nental Oil Company vs. Chicago, Rock Island & Gulf et al., 
because, he said, the record did not enable the Commission to 
determine which of the defendants was responsible for mis- 
routing. He said that reparation could not be awarded on 
such a record. The question was as to the routing of one 
carload of oil-well supplies shipped from Jakehamon, Tex., to 
El Dorado, Ark., in June, 1921. The allegation was that a rate 
of $1.28 was unreasonable and unduly prejudicial to the extent 
it exceeded 98 cents. The examiner said a combination of 
$1.36 was applicable over the route of shipment. He said there 
was a combination of $1.28 via Texarkana. The examiner 
found that the shipment was misrouted and that the rate ap- 
plicable over the route via which the shipment should have 
moved was unreasonable to the extent it exceeded $1.145. 


COMMISSION ORDERS 


The Commission has discontinued No. 10525, California 
Citrus League vs. Director-General, Aberdeen & Rockfish, et al. 
The complainant filed a motion to dismiss but the Commission 
ordered a discontinuance. 

The Commission has denied the petition of the defendants 
in No. 14435, Public Service Commission of Indiana vs. Baltimore 
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& Ohio et al., for reconsideration and modification of the order 
dated May 27, 1924. 

A denial has been entered by the Commission in No. 14476, 
Northwestern Coul Dock Operators’ Association vs. Chicago & 
Alton et al.; No. 14533, Traffic Bureau of Sioux City Chamber 
of Commerce et al. vs, Baltimore & Ohio et al.; No. 14622, Board 
of Railroad Commissioners of South Dakota vs. Chicago & Alton 
et al.; No. 14142, Illinois Coal Traffic Bureau vs. Chicago & 
Northwestern et al.; No. 14477, C. Reiss Coal Company et 4dl. 
vs. Ahnapee & Western et al., and No. 13173, Milwaukee Asso- 
ciation of Commerce vs. Chicago, Milwaukee & St. Paul et al., 
for a postponement of the effective date of the orders in those 
cases, entered May 6, 1924. 

The Commission has modified its order in No. 14010, The 
United Verde Extension Mining Company vs, Santa Fe et al., 
so that it will become effective July 21, instead of July 9. 

The Texas Portland Cement Co. has been permitted to 
intervene in No. 15938, Oklahoma Portland Cement Co. vs. 
Santa Fe et al. 

The Commission has denied the petition of the defendants in 
No. 15048, Consolidated Products Company vs. Chicago, Bur- 
lington & Quincy R. R. Co., for reconsideration. 

The Commission has denied the petition of the complain- 
ants in No. 14839, Charles Friend & Co. vs. Chicago, Burling- 
ton & Quincy et al., for further consideration. 

On complainant’s petition, in No. 14103, Universal Paper 
Bag Company vs. Maine Central R. R. et al., this proceeding 
is reopened for further hearing, at such time and place as the 
Commission may hereafter direct. 

Johnson Balsley Company, W. A. Jordan Company and Mc- 
Collum Brothers have been permitted to intervene in No. 15832, 
Keokuk Shippers’ Association vs. Santa Fe et al. 

The Hannibal Shippers’ Association has been permitted to 
intervene in No. 15550, the Board of Railroad Commissioners 
of the State of Iowa vs. the Ann Arbor R. R. Co. et al. 

The Commission has modified its order of March 7, 1924, 
amended, so as to permit the defendants in No. 14020, J. D. 
Hollingshead Co. vs. Aberdeen & Rockfish et al., to establish 
rates in compliance with the order of March 7, upon not less 
than ten days’ notice. 

The Chicago Junction Railway Company, the Chicago River 
& Indiana Railroad Company and the New York Central Rail- 
road have been made respondents to No. 15957, carload charges 
of the Chicago Junction Railway Company and the Chicago 
River & Indiana Railroad Company, lessee. 

The Certain-teed Products Corporation has been permitted 
to intervene in No. 15886, the Barrett Company vs. the Santa 
Fe et al. 

The St. Joseph Grain Exchange and Commerce Club of St. 
Joseph, Mo., have been permitted to intervene in No. 15839, 
Greater Des Moines Committee, Inc., vs. Des Moines & Central 
Iowa R. R. et al. 

The Commission has denied the petition of the defendants 
in No. 14963, Transcontinental Oil Company vs. Pennsylvania 


R. R. et al., for reargument and postponement of the effective 
date. 


SUSPENDED TARIFFS 


In I. and S. No. 2176, the Commission has suspended from 
July 15 until November 12 schedules published in supplement 
No. 2 to Mobile & Ohio I. C. C. No. B-563. The suspended 
schedule proposes to cancel the rates on lumber, carloads, from 
stations on the Alabama, Tennessee & Northern to Eastern, 
New England and Canadian destinations applicable via Reform, 
Ala., the Mobile & Ohio and its connections. This proposal 
would compel the use of increased combination rates via such 
routes. The following is illustrative: 


From Shepard and Aliceville, Ala., to Toronto, Ont., present, 4414; 
proposed, 48; to Cobourg, Ont., present, 52; proposed, 54%. 


In I. and S. No. 2177, the Commission has suspended from 
July 15 until November 12 schedules published in supplement 
No. 31 to Boyd’s I. C. C. No. A-1388. The suspended schedules 
propose to apply class C rating on mixed carloads of junk 
articles subject to a minimum weight of 50,000 pounds in the 
Western Trunk Line territory in lieu of the present basis and 
minimum weight provided in the Western Classification which 
would result in increased rates in some instances. 

In I. and S. No. 2178, the Commission has suspended from 
July 15 until November 12 schedules published in various tar- 
iffs issued by J. H. Glenn and F. L. Speiden. The suspended 
schedules propose a general revision in rates on fiberboard, 
pulpboard or strawboard paper boxes, in carloads, from Nash- 
ville, Tenn., Chattanooga, Tenn., Atlanta, Ga., and Birmingham, 
Ala., to southeastern and south Atlantic coast points, which 


results in both increases and reductions. The following is 
illustrative: 


From Nashville, Tenn., to Atlanta, Ga., present, 42.5; proposed, 42; 
to Jacksonville, Fla., present, 51.5; proposed, 58; from Birmingham, 
Ala., to Atlanta, Ga., present, 42; proposed, 37; to Jacksonville, Fla., 
present, 51; proposed, 68. 
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In I. and S. No. 2179, the Commission has suspended from 
July 15 until November 12 schedules in supplements Nos. 2 
and 3 to Jones’ I. C. C. No. 1516. The suspended schedules 
propose to restrict the storage in transit privilege on apples 
and pears at certain points on the Baltimore & Ohio R. R. 
(west) in C. F. A. territory so that these transit privileges 
will only apply when shipments are handled into and out of 
transit points via the B. & O. lines (west). 

In I. and S. No. 2180, the Commission has suspended from 
July 15 and later dates until November 12 schedules in various 
tariffs issued by the Chicago, Burlington & Quincy, Chicago, 
Rock Island & Pacific, Kansas City Southern, Missouri Pacific, 
St. Louis-San Francisco, Union Pacific and Wabash. The sus- 
pended schedules propose to increase and reduce rates on hay 
and straw, carloads, from Missouri River points to Cairo, IIl., 
Memphis, Tenn., and other points in Mississippi Valley. The 
following is illustrative of the changes proposed: 


From Kansas City, Mo., 
Present. Proposed. _ 
To Local. Proportional. Local. Proportional. 
Memphis, Tenn...... 32% 24 37 9 


2 
New Orleans, La.... 46 87% 50% 42% 


In I. and S. No. 2181, the Commission has suspended from 
July 15 until November 12 schedules in supplement No. 6 to 
Jones’ I. C. C. 1466. The suspended schedules propose to 
establish, for account of the Pacific Coast Railroad and Utah 
Railway, exceptions to the application of car distribution rules, 
which would apply the regular demurrage rules on shipments 
of coal while held for billing instructions at other points than 
mine sidings when moved to such points for convenience of 
carriers. 

In I. and S. No. 2182, the Commission has suspended from 
July 15 and later dates until November 12 schedules in various 
tariffs issued by Countiss, Jones, Hawkes and Wilson. The sus- 
pended schedules propose to cancel joint through class and 
commodity rates applicable on traffic to or from points in 
southern Florida on transcontinental traffic and apply combina- 
tion rates made over northern Florida junctions, resulting in 
increased rates. The following examples are illustrative: 


From Pacific Coast Points 


To Commodity, C. L Present Rate. Proposed Rate. 
Tampa, Fla., canned salmon.......... 95 134% 
Tampa, Wid., GIG WEGNS. «. ccwescenes 95 143% 


In I. and S. No. 2183, the Commission has suspended from 
July 15 until November 12 schedules in various tariffs issued 
by Jones. The suspended schedules propose to restrict the 
use of the so-called combination rule on lumber and articles 
taking same rates, carloads, to apply only where all schedules 
used in constructing through combination rates provide for the 
use of that rule. 

In I. and S. No. 2184, the Commission has suspended from 
July 15 and 16 until November 12 schedules in the following 
tariffs: 


Chicago Great Western: Supplements Nos. 8 and 9 to I. 
Cc. C. 5128; : 

Chicago, Milwaukee & St. Paul: Supplement No. 14 to 
C. M. & St. P. I. C. C. No. B-4890; 

Chicago, Rock Island & Pacific: 
I. C. C. No. C-11207; 

Minneapolis & St. Louis: Supplement No. 6 to M. & St. L. 
I. C. C. No. B-555; supplement No. 7 to M. & St. L. I. C. C. No. 
B-555. The suspended schedules propose to reduce the rates on 
brick and other clay products between Mason City and Shef- 
field, Ia., on the one hand, and the Twin Cities, Duluth, Minn., 
Omaha, Neb., and points in intermediate territory, on the other. 
The following is illustrative: 


From Mason City, Ia., 


Supplement No. 7 to 


To Present. Proposed. 
Oe Se Rg ois. sb NG eiornlceh oss eases 8% % 
EE arctan. a areialar euianrthni a areraveianer wboane a siana 12 10% 
ROI, GING ve 6 <.0s ord tinh are Rai alae Bae ew ermine 10% 


In I. and S. No. 2186, the Commission has suspended from 
July 17 until November 14 schedules in supplement No. 8 to 
Union Pacific I. C. C. No. 3336. The suspended schedules pro- 
pose to increase the rates on cattle and sheep, carloads, be- 
tween points in Idaho and Montana, on the one hand, and 
Portland, Ore., Spokane, Wash., and related points on the other. 
The following is illustrative: 

From Du Bois, Ida., to Portland, Ore., present, 149; proposed, 155; 
from Butte, Mont., to Portland, Ore., present, 130; proposed, 155. 

In I. and S. No. 2185, the Commission has suspended from 
July 20 until November 17 schedules in supplement No. 14 to 
Chicago, Milwaukee & St. Paul I. C. C. No. B-4874. The sus- 
pended schedules propose to cancel the less-than-carload com- 
modity rates on new furniture from Rockford, Ill., and related 
points to Milwaukee, Wis., and apply class rates in lieu thereof, 
which results in substantial increases in most instances. The 
following is illustrative: 

From Rockford, Ill., to Milwaukee, Wis., eet 414%; proposed, 
first class, 54; from Stillman Valley, IIl., to ilwaukee, Wis., pres- 


ent, 41%; proposed, first class, 58%; from Beloit, Wis., to Milwaukee, 
Wis., present, 3914; proposed, first class, 43%. 
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BIG ROAD MAY FIGURES 


Class I railroads with annual operating revenues above 
$25,000,000 and operating approximately 186,000 miles of road 
had a net railway operating income in May of $51,436,489, as 
compared with a net of $74,673,350 in May, 1923, and a net 
railway operating income of $279,917,214 for the five months 
ended with May, as compared with a net of $303,631,927 in 
the same period of 1923, according to the Commission’s official 
statistics on operating revenues and expenses of large steam 
roads. 

The operating ratio in May was 79.9 per cent, as com- 
pared with 77.4 per cent in May last year, and 79.3 for the five 
months, as against 79.5 for the same period of 1923. 

The detailed figures for May, 1924, and 1923, covering op- 
erating revenues, operating expenses, net railway operating in- 
come and operating ratio, follow: dite 

neliees Operating 
Operating Operating Operating Ratio, 
Revenues. Expenses. Income.* Per Cent. 
Total—Roads reported— 


1924 $400,360,185 $319,985,730 $ 51,436,489 79.9 
1923 462,615,300 358,119,479 74,673,350 77.4 
New England Region: 
Boston & Maine— 


1924 6,374,483 5,318,817 552,273 83.4 
1923 7,881,681 6,352,023 756,113 80.6 
New York, New Haven & Hartfor 
1924 10,558,778 "8,254,267 1,427,696 78.2 
1923 12,036,901 9,333,267 1,484,965 17.5 
Great Lakes Region: 
Delaware & Hudson— 
1924 3,704,359 3,029,851 585,093 81.8 
1923 4,416,432 3,128,873 1,166,967 70.8 
Delaware, Lackawanna & Western System— 
1924 7,447,665 5,354,524 1,545,440 71.9 
1923 7,833,401 5,986,513 1,491,641 76.4 
Erie (including Chicago & Erie)— 
1924 9,887,122 8,162,920 1,237,413 82.6 
1923 11,691,080 8,877,228 2,306,220 75.9 
Lehigh Valley— 
1924 6,430,809 5,260,829 901,982 81.8 
1923 6,682,120 5,683,882 710,988 85.1 
Michigan Central— 
1924 6,951,252 5,222,734 1,254,444 75.1 
1923 8,578,828 5,476,228 2,306,446 63.8 
New York Central (including Boston & Albany)— 
1924 30,124,231 22,247,299 5,598,334 73.9 
1923 38,370,059 27,251,940 8,428,513 71.0 
New York, Chicago & St. Louis— 
1924 4,441,903 3,499,651 610,221 78.8 
1923 5,181,801 3,489,708 1,276,287 67.3 
Pere Marquette— 
1924 3,341,651 2,707,109 321,049 81.0 
1923 4,000,896 3,052,166 587,856 76.3 
Pittsburgh = — Erie— a 
2,401,126 1,981,744 509,862 82.5 
1938 4,125,452 2,488,974 1,703,786 60.3 
Wabash— 
1924 5,181,056 4,238,379 439,966 81.8 
1923 5,721,077 4,333,513 999,816 15.7 
Central Eastern Region: 
Baltimore & Ohio— 
1924 18,360,021 13,838,697 3,389,509 75.4 
1923 23,609,843 18,023,885 4,297,175 76.3 
Central of New Jersey— 
1924 4,657,169 3,596,326 611,517 77.2 
1923 5,086,748 4,094,171 584,140 80.5 
Chicago & Eastern Illinois— 
1924 1,845,133 1,723,002 d102,639 93.4 
1923 2, 229,797 2,027,186 189,824 90.9 
Cleveland, Cincinnati, Chicago & St. Louis— 
1924 6, 875,717 5,349,778 1,057,188 77.8 
1923 8,124,222 5,829,569 1,827,796 71.8 
Elgin, Joliet & Eastern— 
1924 1,747,665 1,333,915 169,360 76.3 
1923 2,609,184 1,577,421 717,621 60.5 
Long Island— 
1924 3,013,343 2,353,962 246,618 78.1 
1923 2,948,222 2,195,718 325,718 74.5 
Reading— 
1924 52,290,448 41,897,462 5,757,151 80.1 
1923 65,465,627 52,301,836 8,604,569 79.9 
Philadelphia & Reading— 
1924 8,094,273 6,152,843 1,655,117 76.0 
1923 9,808,622 5,849,295 3,788,599 59.6 
Pocahontas Region: 
Chesapeake & Ohio— 
1924 8,678,790 6,495,732 1,979,980 74.8 
1923 8,929,615 6,666,828 1,983,764 74.7 
Norfolk & Western— 
1924 6,868,748 5,329,164 937,642 77.6 
1923 7,945,634 6,040,094 1,750,983 76.0 
Southern Region: 
Atlantic Coast Line— 
1924 7,221,206 5,178,798 1,516,199 71.7 
1923 7,144,544 5,183,428 1,453,681 72.6 
Central of ee; 
924 2,107,879 1,752,584 252,652 83.1 
1993 2,107,956 1,764,834 262,948 83.7 
Illinois Central— 
1924 12,257,297 9,964,620 1,646,607 81.3 
1923- 14,250,219 11,550,698 1,799,363 81.1 
Louisville & Nashville— 
1924 10,802,273 8,987,061 1,369,469 83.2 
1923 11,668,447 9,046,316 2,113,244 77.6 
Seaboard Air Line— 
1924 4,325,337 3,368,504 702,056 17.9 
1923 4,452,550 3,471,190 629,540 78.0 
Southern— : 
1924 11,695,948 8,692,567 2,266,355 74.3 
1923 12,948,543 9,580,476 2,419,670 74.0 
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Yazoo & Mississippi Valley— 


326,565 
d82,888 


388,652 
1,049,981 


365,034 
318,274 


10,060 
113,138 


1,062,075 
882,136 


140,938 
711,088 


171,136 
193,164 


67,963 
7,337 
1,553,133 
3,491,363 


230,389 
362,763 


1,002,352 
1,036,762 


20,785 
914,187 


174,008 
284,183 


53,197 
233,872 


363,718 
46,695 


d76,636 
d12,726 


803,994 
805,199 


56,311 
113,290 


1,099,758 
848,150 


1,332,403 
1,636,086 


17,557 


1924 1,724,738 1,274,851 
1923 1,589,412 1,543,713 
Northwestern Region: 
Chicago & Northwestern— 
1924 11,908,713 10,752,447 
1923 13,787,108 11,714,102 
Chicago, Milwaukee & St. Paul— 
1924 12,553,262 11,178,968 
1923 13,867,496 12,274,608 
Chicago, St. Paul, Minneapolis & Omaha— 
1924 2,005,668 1,858,202 
1923 2,225,570 1,982,158 
Great Northern— 
1924 8,225,029 6,417,580 
1923 9,351,969 7,975,060 
Minneapolis, os Paul & Sault Ste. Marie— 
1924 3,528,243 3,102,080 
1923 4,120, 576 3,112,867 
Northern Pacific— 
1924 6,875,626 6,401,122 
1923 7,680,983 7,245,077 
Oregon-Washington R. R. & Navigation Co.— 
1924 2,300,527 1,957,168 
1923 2,292,127 2,042,749 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1924 14,885,849 12,451,393 
1923 16,760,865 12,325,686 
Chicago & Alton— 
1924 2,465,781 2,037,363 
1923 2,761,284 2,191,301 
Chicago, Burlington & Quincy— 
1924 12,106,746 10,039,798 
1923 13,704,092 11,678,032 
Chicago, Rock Island & Pacific— 
1924 9,188,670 8,262,431 
1923 10,156,771 8,471,257 
Denver & Rio Grande Western— 
1924 2,384,735 2,108,548 
1923 2,646,542 2,268,433 
Oregon Short Line— 
1924 2,556,333 2,175,581 
1923 2,823,023 2,324,343 
Southern Pacific (Pacific System)— 
1924 14,876,055 10,689,338 
1923 16,573,262 11,455,399 
Union Pacific— 
1924 7,951,915 6,134,227 
1923 8,839,060 6,507,051 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
1924 2,115,234 1,622,792 
1923 1,824,955 1,680,323 
Gulf, Colorado & Santa Fe— 
1924 1,926,821 1,826,046 
1923 1,874,596 1,750,177 
Missouri-Kansas-Texas— 
1924 Z.7141,171 1,772,399 
1923 2,830,184 2,036,835 
Missouri-Kansas-Texas of Texas— 
1924 1,521,126 1,274,942 
1923 1,501,337 1,174,846 
Missouri Pacific— 
1924 9,701,131 7,974,161 
1923 9,698,074 8,328,339 
St. Louis-San Francisco— 
1924 6,644,239 5,065,750 
1923 7,426,631 5,448,965 
Texas & Pacific— 
1924 2,516,891 2,315,404 
1923 2,429,882 1,930,898 





*“Net railway operating income” 
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is derived from 
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“Railway 


operating income,” modified by debits and credits arising from 
“Equipment rents” and “Joint facility rents.” 


d Deficit. 


The corresponding detailed figures for the five months ended 
with May, 1924, and 1923, follow: 


Net 
Railway Operating 
Operating Operating Operating Ratio, 
Revenues. Expenses, Income.* Per Cent. 
Total—Roads reported— 
1924 $ 2,027,864,713 $ 1,607,881,455 $279,917,214 79.3 
1923 2,169,231,121 1,724,407,950 303,631,927 79.5 
New England Region: 
Boston & Maine— : 
1924 32,264,720 27,276,355 2,642,557 84.5 
1923 35,182,163 32,885,699 d1,722,310 93.5 
New York, New Haven & Hartford— 
1924 51,896,070 40,510,020 7,417,503 78.1 
1923 54,033,893 44,895,969 2,310,406 83.1 
Great Lakes Region: 
Delaware & Hudson— 
1924 18,435,878 16,076,386 1,965,831 87.2 
1923 18,507,433 16,488,501 1,354,685 89.1 
Delaware, Lackawanna & Western System— 
1924 35,789,393 27,488,969 5,940,097 76.8 
1923 35, 194, 155 30,139,381 3,443,929 85.6 
Erie (including Chicago & Erie)— 
1924 49,325,329 40,759,019 6,272,597 82.6 
1923 55,912,155 46,316,969 6,412,055 82.8 
Lehigh Valley— 
1924 31,076,638 25,500,615 4,100,357 82.1 
1923 29,227,740 28,336,856 d380,303 97.0 
Michigan Central— 
1924 37,378,415 26,782,159 7,856,206 T27 
1923 40,169,380 27,095,229 9,409,272 67.5 
New York Central (including Boston & Albany)— 
1924 152,975,585 117,262,159 24,805,342 76.7 
1923 176,045,286 134,015,615 30,786,674 76.1 
New ia nee & St. Louis— 
22,963,405 17,624,260 3,454,015 76.7 
1938 24,158,982 17,334,234 4,728,856 71.8 
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Pere Marquette— 


924 17,184,251 13,528,585 

1923 18,369,409 13,938,127 
Pittsburgh & Lake Erie— 

1924 14,242,406 11,121,952 

1923 18,526,039 12,276,765 
Wabash— 

1924 26,709,481 21,433,608 

1923 26,225,365 20,635,388 

Central Eastern Region: 

Baltimore & Ohio— 

1924 93,557,897 75,373,847 

1923 107,281,844 82,235,416 
Central of New Jersey— 

1924 22,257,246 18,569,590 

1923 23,438,664 19,643,534 
Chicago & Eastern Illinois— 

1924 11,010,732 9,866,207 

1923 12,019,391 10,316,447 
Cleveland, Cincinnati, Chicago & St. Louis— 

1924 35,950,025 27,842,918 

1923 39,893,002 29,743,245 
Elgin, Joliet & Eastern— 

1924 10,149,095 7,185,351 

1923 11,894,283 7,797,098 
Long Island— F 

1924 12,900,305 10,939,359 

1923 12,402,039 10,463,976 
Reading— 

1924 264,284,591 214,020,128 

1923 291,742,522 241,001,038 
Philadelphia & Reading— 

1924 39,151,743 30,811,893 

1923 46,469,183 30,211,101 


Pocahontas Region: 
Chesapeake & Ohio— 


1924 42,472,876 32,346,634 

1923 39,614,834 30,721,798 
Norfolk & Western— 

1924 38,538,913 29,893,136 

1923 37,057,898 29,147,017 


Southern Region: 
Atlantic Coast Line— 


1924 38,615,563 25,923,397 

1923 37,156,217 25,264,283 
Central of Georgia— 

1924 11,196,043 8,722,431 

1923 11,105,017 8,687,984 
Illinois Central— 

1924 63,853,361 49,283,748 

1923 71,790,944 55,879,479 
Louisville & Nashville— 

1924 - 654,884 46,774,583 

1923 5,402,726 44,152,796 
Seaboard Air ieee 

1924 23,689,108 18,111,869 

1923 22,839,175 17,844,279 
Southern— 

1924 58,609,275 43,875,276 

1923 61,863,002 46,589,306 
Yazoo & Mississippi Valley— 

1924 8,668,730 6,488,555 

1923 8,284,977 7,453,232 

Northwestern Region: 

Chicago & Northwestern: 

1924 59,105,694 50,298,622 

1923 63,841,582 55,091,727 
Chicago, Milwaukee & St. Paul— 

1924 62,706,480 53,930,722 

1923 69,588,068 57,873,202 
Chicago St. Paul, Minneapolis & Omaha— 

1924 11,136,034 9,234,476 

1923 11,507,835 9,863,698 
Great Northern— 

1924 36,722,047 29,770,269 

1923 42,350,699 37,457,522 
Minneapolis, St. Paul & Sault Ste. Marie— 

1924 17,227,284 14,882,355 

1923 19,337,364 16,039,508 
Northedn Pacific— 

1924 35,476,034 29,472,513 

1923 38,344,840 34,233,538 


Oregon-Washington R. R. & Navigation Co.— 
1 


924 11,746,645 9,383,332 
1923 11,046,163 10,403,285 
Central Western Region: 
Atchison, Topeka & Santa Fe— 


1924 72,836,136 58,432,436 

1923 80,290,063 57,658,248 
Chicago & Alton— 

1924 12,354,870 9,884,997 

1923 13,642,292 10,799,517 
Chicago, Burlington & Quincy— 

1924 63,942,673 49,462,687 

1923 71,225,395 55,511,971 
Chicago, Rock Island & Pacific— 

1924 47,576,313 39,541,607 

1923 49,397,471 42,378,515 
Denver & Rio Grande Western— 

192 11,926,686 9,973,524 

1923 12,574,114 11,344,125 
Oregon Short Line— 

1924 13,904,422 10,698,302 

1923 14,469,805 11,150,071 
Southern Pacific (Pacific System)— 

1924 74,811,910 55,844,739 

1923 75,625,405 54,877,615 
Union Pacific— 

1924 40,329,381 28,682,253 

1923 42,080,818 29,877,074 


Southwestern Region: 
Galveston, Harrisburg & San Antonio— 


1924 10,294,953 8,590,073 

1923 9,076,691 8,073,133 
Gulf, Colorado & Santa Fe— 

1924 9,954,139 9,245,070 

1923 9,107,326 8,081,971 
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Missouri-Kansas-Texas— 
1924 13,115,506 9,019,889 3,515,190 68.8 
1923 14,055,649 10,859,197 3,095,923 17.3 
Missouri-Kansas-Texas of Texas— 
1924 7,745,941 6,124,631 537,671 79.1 
1923 7,804,729 6,813,973 d280,298 87.3 
Missouri Pacific— 
1924 47,808,341 39,227,161 5,310,136 82.1 
1923 44,503,181 38,376,394 2,769,848 86.2 
St. Louis-San Francisco— 
1924 33,353,204 24,357,650 7,402,736 73.0 
1923 34,955,923 25,227,652 7,765,159 72.2 
Texas & Pacific— 
1924 12,987,062 10,431,138 1,508,919 80.3 
1923 12,597,990 10,904,952 "592, 684 86.6 





*“Net railway operating income” is derived from ‘Railway 
operating income,” modified by debits and credits arising from 
“Equipment rents” and “Joint facility rents.” d Deficit. 


MAY REVENUES AND EXPENSES 


The Commission’s official statistics covering operating rev- 
enues and operating expenses of Class I roads for May, 1924, and 
1923, and for the five months ended with May, 1924, and 1923, 
for the United States as a whole follow: 




















Item 1924 1923 
Average number of miles operated...... 236,015.31 235,695.22 
Revenues: z. 

IN = ca pias wicca Bee kee die SionennereneS $ 344,711,378 $ 405,462,107 

I, iorivessnaaobacndeaWe weeasel *85,605,795 789,986,308 

IE swear greeny ie s\avutsies@ a iawwtesinw ae o mae eleleres 8,284,843 7,662,739 

NIN sr acini erasd are ate ator e ¥ sistance wie 12,396,464 15,145,221 

All other tranasportation........csss- 15,853,443 17,584,902 

IED ofa wig etna eierelsiw isto Siwie reseus 10,032,954 11,680,353 

pe So 5 >: rs 782,832 813,850 

Me SS | re 230,098 222,564 

Railway operating revenues...... 477,437,611 548,112,916 
Expenses: ee 

Maintenance of way and structures.. 73,758,663 74,647,956 

Maintenance of equipment............ 104,939,079 125,687,122 

PE, cihelda Seco onisdws we ews caelet reat 8,494,519 7,855,382 

pO rr ee 177, 139,688 196,436,637 

Miscellaneous operations ............. 4,092,256 4,121,760 

IEE © Siecle crcnten craic oct Gloctnuplesin se ote as 14,300,408 13,469,254 

Transportation for investment—Cr... 1,322,491 828,210 

Railway operating expenses...... 381,402,122 421,389,901 
Net revenue from railway operations..... 96,035,489 126,723,015 
BUGMIWAD THE GOEEURER o.oo circisieiccccie ccos eae 27,949,431 28,161,119 
Uncollectible railway revenues............ 250,887 121,273 

Railway operating income ....... 67,835,171 98,440,623 
Equipment rents—Dr. balance ........... 5,375,288 6,316,474 
Joint facility rent—Dr. balance........... 1,806,006 1,803,276 

Net railway operating income.... 60,653,877 90, 320, 875 
Ratio of expenses to revenues (percent). 79.89 76.88 
Average number of miles operated....... 235,962.55 235,802.87 
Revenues: 

NINERS sacs ita.n'to wl eceiratth ws sslprasorranctah elec rater Mieiekave $1,745,157,987 $1,884,404,999 

ere ee eee eern a *433,040,580 4436,340,512 

EN co arate a asasighnos4, 6-8: ila ces faster aveiececatesniciar wien’ 40,207,764 37,912,730 

INI, 6.or rtsseah cru einics out eini plete tere nicrecewcecdls 59,054,312 64,258,285 

AN other transportation «.....66ccec<. 78,068,150 80,227,997 

| Ie SE Foie ae ee ee 47,142,994 51,283,384 

URE SEF O oii et dale ctvaceosis 4,491,921 4,153,850 

A a 0 ee) A 1,065,499 1,156,851 

Railway operating revenues....... 2,406,097,309 2,557,424,904 
Expenses: 

Maintenance of way and structures... 311,125,741 298,516,687 

Maintenance of equipment............ 543,041,642 606,851,462 

PMI ciate fainter slave! di uiwiorel Gis acare.e-4) sige o'ase oe 40,446,776 37, 920, 472 

UOC. ioe: 0:66 60010 0 6e0Sewis 929,443,011 £4 002; 375, 147 

Miscellaneous operations ............ 20,159,223 20,001,658 

co ER ee Se enter nee mean 70,636,111 66,626,657 

Transportation for investment—Cr... 5,193,289 3,420,326 

Railway operating expenses...... 1,909,659,215 2,028,871, 757 
Net revenue from railway operations.... 496,438,094 528,553,147 
ee ee err 134,057,888 132,425,751 
Uncollectible railway revenues ........... 940,794 687,801 
Railway operating income........ 361,439,412 395,439,596 
Equipment rents—Dr. malance........... 27,846,904 28,440,437 
Joint facility rent—Dr. balance........... 8,137,618 8,424,691 
Net railway operating income.... 325,454,890 358,574,467 
Ratio of expenses to revenues (per cent). 79.37 79.33 





*Includes $2, 923,539 sleeping and parlor car surcharge. 
tIncludes $2,863,329 sleeping and parlor car surcharge. 





REVENUE FREIGHT LOADING 


Revenue freight loading for the week ended July 5 totaled 
759,942 cars, as compared with 850,082 cars in the correspond- 
ing week of last year and 707,025 in 1922. The large decrease 
as compared with the preceding week, is due to the July 4 
holiday, but on a daily basis, the figures represent a slight 
increase, as compared with the corresponding week of last 
year, reductions were shown in all classes of commodities, ex- 
cept grain and grain products and live stock, and the south- 
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western district was the only one of the districts that showed 


an increase. 


Loading by districts, for the week ended July 5, and for 
the corresponding week of 1923, was as follows: 


Eastern district: Grain and grain products, 6,438 and 5,200; live- 
stock, 2,524 and 2,866; coal, 28,843 and 41,850; coke, 1,478 and 3,482; 
forest products, 5,204 and 5,318; ore, 6,020 and 9,707; merchandise, 
L. C. L., 56,298 and 57,884; miscellaneous 71,630 and 77,718; total, 
1924, 178,485; 1923, 204,025; 1922, 158,919. 

Allegheny district: Grain and grain products, 1911 and 1916; live 
stock, 2,063 and 2,337; coal, 29,331 and 47,779; coke, 3,477 and 7,130; 
forest products, 2,851 and 3,379; ore, 9,471 and 15,045; merchandise, 
L. C. L., 61,382 and 43,217; miscellaneous, 61,382 and 71,356; total, 
1924, 154,221; 1923, 191,859; and 1922, 141,240. 

Pocahontas district: Grain and grain products, 148 and 141; live 
stock, 122 and 166; coal, 23,250 and 23,615; coke, 146 and 490; forest 
products, 1,100 and 1,563; ore 54 and 243; merchandise, L. C. L., 5,500 
and 5,393; miscellaneous, 3,768 and 4,219; total, 1924, 34,088; 1923, 
35,830; and 1922, 32,760. ; 

Southern district: Grain and grain products, 3,076 and 3,146; live 
stock, 1,671 and 1,867; coal, 13,192 and 18,710; coke, 664 and 1,229; 
forest products, 17,703 and 19,104; ore, 1,057 and 1,481; merchandise, 
LCL, 32,217 and 33,266; miscellaneous, 41,005 and 34,668; total, 1924, 
110,585; 1923, 113,471; and 1922, 103,735. 

Northwestern district: Grain and grain products, 7,284 and 6,951; 
live stock, 7,692 and 7,173; coal, 4,341 and 9,185; coke, 499 and 947; 
forest products, 10,836 and 10,814; ore, 29,527 and 44,009; merchandise 
LCL, 25,826 and 26,417; miscellaneous, 27,815 and 31,900; total, 1924, 
113,820; 1923, 137,396; and 1922, 120,647. 

Central western district: Grain and grain products, 11,403 and 9,294; 
live stock, 9,003 and 8,233; coal, 9,039 and 10,524; coke 245 and 336; 
forest products, 6,937 and 7,216; ore, 2,304 and 2,670; merchandise 
LCL, 30,971 and 31,031; miscellaneous, 45,234 and 46,679; total, 1924, 
115,136; 1923, 115,983; and 1922, 102,085. 

Southwestern district: Grain and grain products, 4,518 and 4,725; 
live stock, 1,766 and 2,035; coal, 3,462 and 3,623; coke, 188 and 157; 
forest products, 6,333 and 6,790; ore, 409 and 454; merchandise LCL, 
12,661 and 12,386; miscellaneous, 24,320 and 21,348; total, 1924, 53,657; 
1923, 51,518 and 1922, 47,639. 

Total all roads: Grain and grain products, 34,778 and 31,073; live 
stock, 24,841 and 24,677; coal, 111,458 and 155,286; coke, 6,697 and 13,771; 
forest products, 50,964 and 54,184; ore, 48,842 and 73,609; merchandise, 
LCL, 207,208 and 209,594; miscellaneous, 275,154 and 287,888; total, 
1924, 759,942; 1928, 850,482; and 1922, 707,025. 


COMMODITY LOADING DATA 


The car service division of the American Railway Associa- 
tion has compiled a special commodity loading statement for 
1923-1922 covering the commodity classification made by the 
Interstate Commerce Commission in its statistics. The classifi- 
cation is as follows: Products of agriculture, animals and 
products, products of mines, products of forests, manufactures 
and miscellaneous. The first set of figures is a recapitulation 
of the tons in loaded cars by commodities in the different dis- 
tricts of the United States and the country as a whole. The 
other tables show the number of cars of each commodity and 
the tons per car originating on individual railroads, where 
more than 500 carloads of the given commodity were originated 
of class I roads. The tables showing particular commodities 
carried by the different railroads are arranged so as to show, 
in order, the car-loading performance of each of the carriers 
reported. For instance, the Pennsylvania is shown, under 
wheat, as the railroad having the heaviest loading per car. 
Its average loading of wheat went up from 41.8 tons in 1922 
to 44.2 tons in 1923. In the same way, the Toledo, Peoria & 
Western is shown as the one having the heaviest loading of 
corn, its performance having gone from 41.9 in 1922 to 42.3 
tons in 1928. 


Each of the commodities in each of the five great classifi- 
cations shown in the first table is treated in that way, so that 
the relative car-loading performance of each road, with the 
commodities loading 500 cars or more, is shown in the com- 
pilation. Car-loading, for the country as a whole, in 1923, was 
not as heavy as in the preceding year in products of agricul- 
ture, and animals and products. In the three other classifica- 
tions, the 1923 loading per car exceeded the figures of 1922. 
In products of agriculture the loading, in the country, fell from 
24.6 tons to 24 tons; in animals and products, the loading de- 
creased from 11.8 tons to 11.7 tons. In products of mines, the 
loading per car went up from an average of 48.7 to 49.1 tons; 
in products of forests, from 27.6 to 28.3 tons; in manufactures 
and miscellaneous, from 25.7 to 26 tons. 


The grand total on carload traffic, for the whole country, 
went up from 33.2 to 34.4 tons, an increase of 1.2 tons per car. 
In the eastern district it rose from 31.4 to 33.2 tons; in the 
Allegheny from 37.9 to 39.3 tons; in the Pocahontas, from 48.8 
to 49.5 tons, the highest average loading of any district, due, 
naturally, to the heavy loading characteristics of bituminous 
coal, the chief commodity hauled in that district; in the south- 
ern district it rose from 30 to 31.1 tons; in the northwestern, 
from 34.8 to 35.3 tons; in the central western district, from 
30.2 to 30.6 tons; and in the southwestern, from 27.7 to 28.3. 

In the eastern district the loading of products of agricul- 
ture decreased from 22.6 to 21.9 tons; animal and products 
remained stationary at 12.5 tons; increased in products of 
mines from 47.4 to 48 tons; increased in products of forests 
from 23.4 to 23.8 tons; and in manufactures and miscellaneous 
increased from 23.7 to 23.8 tons. 

In the Allegheny district products of agriculture increased 
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in the average loading from 21.3 to 21.4 tons; animals and 
products remained stationary at 13.3 tons; products of mines 
decreased from 51.7 to 51 tons; products of forests increased 
from 25.6 to 26.2 tons; and increased in manufactures and 
miiscellaneous from 28.1 to 28.8 tons. 

In the Pocahontas district the loading of products of agri- 
culture decreased from 18.2 to 17.7 tons; animals and products 
decreased from 12.1 to 11.8 tons; products of mines increased 
from 55.2 to 56.7 tons; forest products remained unchanged 
at 27.6 tons; and manufactures and miscellaneous increased 
from 26.7 to 27.6 tons. 

In the southern district the loading of products of agri- 
culture decreased from 17 to 16.8 tons; animals and products 
increased from 11.7 to 11.8 tons; products of mines increased 
from 46 to 46.9 tons; products of forests increased from 25.4 
to 25.9 tons; and manufactures and miscellaneous from 23.5 
to 24 tons. 

In the northwestern district the loading of products of 
agriculture decreased from 31.3 to 30.9 tons; animals and prod- 
ucts from 11.4 to 11.38 tons; products of mines increased from 
48.2 to 49.2 tons; products of forests from 31.5 to 32.3 tons; 
and manufactures and miscellaneous from 27.4 to 27.5 tons. 

In the central western district the loading of products of 
agriculture decreased from 28 to 26.6 tons; animal and prod- 
ucts remained unchanged at 11.4 tons; products of mines in- 
creased from 46.3 to 46.4 tons; products of forests from 29.8 
to 30.7; and manufactures and miscellaneous decreased from 
26.3 to 26.1 tons. 

In the southwestern district the loading of products of 
agriculture decreased from 22.4 ,to 21.9 tons; animalp 
and products increased from 11.6 to 11.8 tons; products 
of mines from 42.2 to 42.8 tons; products of forests from 26.7 
to 27.3 tons; and manufactures and miscellaneous from 26.2 
to 26.3 tons. 


REVENUE TRAFFIC STATISTICS 


Freight revenue in April amounted to $342,183,513, as com- 
pared with $385,386,825 in April, 1923, and $1,397,707,914 for 
the four months ended with April, as compared with $1,475,- 
843,067 in the same period of 1923, according to revenue traffic 
statistics compiled by the Bureau of Statistics of the Commis- 
sion from 162 reports representing 177 class I roads, exclusive 
of switching and terminal companies. 

Passenger revenue in April amounted to $85,211,368, as 
compared with $87,851,906 in April, 1923, and $347,456,817 in 
the four months ended with April, as compared with $346,447,465 
in the same period of 1928. 

Revenue per ton-mile averaged 11.76 mills in April, as com- 
pared with 11.08 mills in April, 1923, and 11.21 mills in the four 
months, as compared with 11.05 mills in the same period of 
1923. 

Revenue per ton per road averaged $2.11 in April, as com- 
pared with $2.07 in April, 1923, and $2.07 in the four months, 
as compared with $2.07 in the same period of 1923. 

Revenue tons carried one mile totaled 29,096,576,000 in 
April, as compared with 34,793,862,000 in April, 1923, and 124,- 
722,980,000 in the four months, as compared with 133,561,479,000 
in the same period of 1923. 

Revenue per passenger-mile averaged 3.066 cents in April, 
as compared with 3.080 cents in April, 1923, and 3.084 cents 
in the four months, as compared with 3.098 cents in the same 
period of 1923. 

Revenue passengers carried totaled 77,826,000 in April, as 
compared with 81,742,000 in April, 1923, and 319,757,000 in the 
four months, as compared with 324,920,000 in the same period 
of 1923. 





CAR LOADINGS IN 1923 


The car service division of the American Railway Associa- 
tion has issued a bulletin showing car loadings, by commodities, 
in 1923. It says: 


In line with the efforts now being made by the carriers to induce 
shippers to load freight cars more nearly to capacity so that a larger 
number of cars can be made available to meet the anticipated increase 
in freight traffic this fall due to the seasonal increase in the move- 
ment of crops and fuel, the Car Service Division of the American 
Railway Association today made public a bulletin showing what was 
accomplished in this direction in 1923 when freight traffic was the 
heaviest in the history of the country. 

The average load _ per car for all commodities carried in carload 
lots in 1923 amounted to 34.4 tons. The average carrying capacity 
of freight cars as of January 1, 1924, was 43.1 tons. Compared with 
1922, the average load per car in 1923 was an increase of 1.2 tons. 

These figures, which are the first ever to be compiled for the 
country as a whole relative to the average load per car by com- 
modities, are based on reports received by the Car Service Division 
direct from the various carriers in response to a recent questionnaire. 

The average load per car for all agricultural products in 1923 was 
24 tons, three-fifths of a ton below that for one year ago. The average 
for wheat, however, was 40.3 tons or one-fifth of a ton above that for 
1922. Corn averaged 37.8 tons or one-half of a ton less than the year 
before while oats averaged 30.9 tons, an increase of one ton above 
that for 1922. 


The average for animals and their products, according to the 
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bulletin was 11.7 tons per car in 1923 compared with 11.8 tons in 1922. 
The average for cattle and calves shipped by rail was 11.5 tons com- 
pared with 11.6 tons in 1922. Hogs averaged 9.6 tons per car, the 
same as the year before. 

The average load per car for bituminous coal was 51.3 tons, one- 
half a ton greater than for the year before while for anthracite the 
average was 48.4 tons, an increase of three-fifths of a ton over 1922. 
For iron ore the average was 52.5 tons, an increase of four-fifths of 
a ton over the previous year. The average per car for all products 
of mines in 1923 was 49.1 tons compared with 48.7 tons for the pre- 
ceding year or an increase of two-fifths of a ton. * 

The bulletin shows that the average load per car for forest 
products in 1923 was 28.3 tons compared with 27.6 tons the year before. 
An increase in the average load per car of manufactures and miscel- 
laneous freight in 1923 over the year before was shown by the bulle- 
tin, the average load per car in 1923 being 26 tons compared with 25.7 


tons in 1922. For the principal items in this class of commodities, 
the average follows: 


COMMODITY 1923 1922 
Refined Petroleum and its Products.......... 27.9 tons 27.8 tons 
i ee MD 6 65's nc cee nw tecnico cgenes aoe 48.3 tons 46.9 tons 
Bar and Sheet Iron, Struct. Iron and Pipe.... 32.7 tons 32.4 tons 
I Haigh detnericaialas oo timaeietan wn deminy Welw vine veteran 8.1 tons 37.7 tons 
DPI OG AFtIMCiA! BtOMS 2c ccccccvccccccecens 35.2 tons 34.3 tons 
Automobiles and Automobile Trucks .......... 8.2 tons 8.0 tons 
REE (CARED BEUIOIED cg vocic ce cs cmeciiecocesuewe 23.3 tons 22.6 tons 
Paper, Paper Matter and Books .............. 24.1 tons 23.6 tons 
CRemICAIS GN TMDIGBIVES .occcccccceccccccces 30.4 tons 29.7 tons 
es ee rt ee eee ee ee 11.6 tons 11.7 tons 
Canned Goods (All Canned Food Products) ... 23.0 tons 23.2 tons 





FREIGHT TRAFFIC FIGURES 


Freight traffic in the first five months of 1924 was nearly 
eight per cent below that for the corresponding perior last year, 
when freight business on the railroads was the greatest for that 
period of the year in history, according to tabulations of reports 
made by the Bureau of Railway Economics. 

Measured in net ton miles, these show that in the first five 
months this year, freight traffic amounted to 172,681,697,000 net 
ton miles, 14,802,170,000 net ton miles under the corresponding 
period in 1923. 

In the eastern district the amount of freight business 
handled amounted to 88,211,899,000 net ton miles, a decrease of 
10.38 per cent under the corresponding period last year, while in 
the southern district it totaled 24,675,587,000 net ton miles, or 
a decrease of 6.4 per cent. Freight traffic in the western district 
totaled 59,794,211,000 net ton miles or a decrease of 4.8 per cent. 

For the month of May alone, freight traffic on Class I rail- 
roads totaled 33,890,623,000 net ton miles, 14.4 per cent below 
the same month in 1923. In the eastern district, there was a 
reduction compared with May, 1923, of 19.5 per cent in the 
volume of freight business carried, while in the southern district 
the decrease was 12.4 per cent. Class I railroads in the western 
district showed a decrease of 6.7 per cent. 

The average daily movement per freight car in May was 
25.9 miles, 2.7 miles below the daily average for May, 1923, but 
3.3 miles above the average for the same month in 1922. 

In computing the average movement per day, however, ac- 
count is taken of all freight cars in service, including all cars 
in transit, cars in process of being loaded and unloaded, cars 
undergoing or awaiting repairs and also cars on side tracks for 
which no load is immediately available. In view of the fact that 
the railroads in May had daily an average of more than 328,000 
surplus freight cars and virtually no car shortage, the average 
daily movement per car would naturally be less in May, 1923, 
when the daily average of surplus freight cars was approxi- 
mately 13,000 and the average daily car shortage more than 
73,500 freight cars. 

The average load per freight car in May was 26.4 tons, 1.6 
tons below that for May last year, but 1.4 tons above the daily 
average for May, 1922. 


REFRIGERATOR CAR WARNING 


The Commission has given out the following warning con- 
cerning the loading, use, and unloading of refrigerator cars: 


From present indications there will be a very heavy demand 
for refrigerator cars for the movement of perishable products over 
the entire country during the months of August, September and 
October, 1924. Reports which came to the Interstate Commerce Com- 
mission from the Service Agents of the Bureau of Service and from 
other sources during the period of peak demand of last year indicated 
that a very large number of refrigerator cars were delayed in un- 
loading throughout the entire country. This condition if continued 
during the coming season is likely to result in serious shortages of 
refrigerator cars: 

In the interest of adequate service to all, the Interstate Com- 
merce Commission directs attention of all shipping and_ receiving 
interests and the railroads to the importance of observing the fol- 
lowing general principles with respect to the use of refrigerator 
cars: 

(1) Shippers to avoid, so far as practicable, consigning to a mar- 
ket overcrowded with perishable products. d 

(2) Receivers adopt every possible means of unloading refrig- 
erator cars promptly on arrival, by placing contents in storage if 
impossible to otherwise dispose of. The misuse of refrigerator equip- 
ment by consignees for storage purposes awaiting sale also -con- 
tributes in some measure to congestion and slow movement. 

(3) The carriers are asked to redouble their efforts to avoid delay 
in either the movement of the loaded or empty car, although we have 
every assurance from the railroads, and this is confirmed by infor- 
mation coming to the Commission from other sources, that they 
are putting forth extraordinary efforts to meet the general situation. 

(4) If shippers, receivers, and carriers will co-operate with each 
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other, through the medium of the Regional Advisory Boards or through 
such other agency as may be deemed advisable, much good can be 
accomplished and the shortage in refrigerator cars which continually 
confronts us during periods of peak demand will, to say the least, 
be minimized, if not entirely eliminated. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period, 
June 23-30, inclusive, was 356,389 cars as compared with 359,644 
cars in the preceding period, while the average daily shortage 
was 98 cars as compared with 73 cars in the preceding period, 
according to the car service division of the American Railway 
Association. 

The surplus was made up as follows: Box, 137,482; venti- 
lated box, 572; auto and furniture, 15,496; total box, 153,550; 
flat, 5,146; gondola, 78,145; hopper, 84,198; total coal, 162,343; 
coke, 3,153; S. D. stock, 15,565; D. D. stock, 2,347; refrigerator, 
13,112; tank, 138; miscellaneous, 1,035; total, 356,389. 

The shortage was made up of 59 box, 5 auto and furniture, 
24 flat, 3 gondola and 7 D. D. stock cars. 

Canadian roads reported a surplus of 18,975 box, 175 flat, 
150 gondola, 1,600 S. D. stock, and 950 refrigerator cars, making 
a total of 21,850 cars. 

The average daily surplus of freight cars in good order 
increased in the week June 30-July 6, as compared with the 
preceding period, the total having been 359,191, as compared 
with 356,389, according to the car service division of the Amer- 
ican’ Railway Association. The average daily shortage was 121 
cars, aS compared with 73 in the preceding period. 

The surplus was made up as follows: Box, 138,043; ven- 
tilated box, 325; auto and furniture, 15,670; total box, 149,118; 
flat, 5,509; gondola, 76,847; hopper, 90,758; total coal, 169,607; 
coke, 3,342; single-deck stock, 15,019; double-deck stock, 2,660; 
refrigerator, 12,786; tank, 82; miscellaneous, 911. 

The Canadian roads reported no shortage and a surplus 
of 21,850, made up of 18,975 box, 175 flat cars, 150 gondolas, 
1,600 single-deck stock cars and 950 double-deck stock cars. 


HEAVIER LOADING OF CARS 


The efforts of the subsidiaries of the United States Steel 
Corporation to co-operate in the heavier loading of cars is 
shown in the results accomplished over a period of 13 years. 
From 1911 to 1923 the average carload in outbound traffic of 
the 13 shipping companies increased from 69,200 pounds per 
car, or 34.6 tons, in 1911 to 94,700 pounds, or 47.35 tons, in 
1923. This was an increase of 25,500 tons, or 37 per cent— 
while the increase in the capacity of cars was probably not 
more than 10 per cent. With this heavier loading the number 
of cars used in the 13 years was 352,094 less than the number 
that would have been required if the average load had been 
no greater than in 1911. Iron ore shipments from the ore 
ranges of the Oliver Iron Mining Company are not included in the 
record, as the ore is always loaded to full capacity of the cars. 

The National Tube Company, Lorain, O., a subsidiary of 
the United States Steel Corporation, recently loaded one of 
the Wabash new 50-foot cars having a capacity of 140,000 
pounds, with 129,700 pounds of 14-inch wrought pipe, or 92 per 
cent of the marked capacity. In the cars most commonly used, 
those of 100,000 pounds capacity, the average load of 14-inch 
pipe is 65,000 pounds, or 65 per cent of capacity. The length 
of the pipe ranges from 21 feet to 24 feet. This shipment went 


to the Magnolia Gas Company, Pineland, Tex., and the freight 
amounted to $1,089. 


ENGINES IN STORAGE 


Class I railroads on June 15 had 6,911 locomotives in good 
repair and in storage in readiness for increased traffic, accord- 
ing to reports filed by the carriers with the car service division 
of the American Railway . Association. 

This was an increase of 250 over the number reported in 
storage on June 1. 

At the same time reports showed 11,453 locomotives in 
need of repair on June 15, or 17.8 per cent of the number on 
line. This was an increase of 578 over the number reported 
on June 1, at which time there were 10,875, or 16.9 per cent. 

Of the total number, 6,333, or 9.8 per cent, were in need of 
classified repairs, an increase of 234 over the number in need 
of such repair on June 1. Locomotives in need of running 
repairs totaled 5,120, or 8 per cent, on June 15, an increase of 
344, compared with the number in need of such repair on June 1. 

During the first fifteen days in June, 24,898 locomotives 
were repaired and turned out of the shops, compared with 
28,361 during the last half of May. 


INDEBTEDNESS CERTIFICATE 


The Commission has certified to the Secretary of the 
Treasury that the Government owes the Pittsburgh & Susque- 
hanna under section 204 of the Transportation Act $29,333.59. 
The total amount due the Company was $34,284.99, but the 


Company owed traffic balances to the Government amounting to 
$5,051.40. 


July 1 
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COMMISSION’S COAL WARNING 
The Trafic World Washington Bureau 


The Commission, in a communication addressed to the 
newspapers, has suggested that the public had better begin 
laying in its supply of soft coal so as to avoid transportation 
shortages in the season of peak loading due to crop movement. 
It called attention to the fact that production in the first six 
months, owing to small demand, was something less than 
228,000,000 tons, or considerably less than half the normal re- 
quirement of 520,000,000 tons per annum. 


COAL PRODUCTION AND SHIPMENT 


“The observance of the Independence Day holiday at the 
soft coal mines was practically universal, and many of them 
were not operated on July 5,” says the Geological Survey, in 
its current weekly coal report, continuing, in part, as follows: 


The total output dropped to 5,755,000 net tons, a decrease of 1,616,- 
000 tons, or 22 per cent. Excepting only 1922, when the union mines 
were closed by the strike, this is the lowest record of production 
in Fourth of July week in the eight years for which weekly sta- 
tistics are available. The average daily production for the five work- 
ing days declined to 1,151,000 tons. ae ‘ 

As was to be anticipated, the mining of anthracite ceased on 
the Fourth of July, and reports of cars loaded by the railroads in- 
dicate that many mines did not resume work on the following day. 
As a result, the production of anthracite fell off sharply to 1,296,000 
net tons, a decrease of 622,000 tons, or more than 32 per cent. This 
was the smallest output on record for such week, except that in 
1922, when the mines were closed by the general strike of that year. 
Cumulative production during 1924 to date stands at 46,921,000 tons, 
a decrease of 11 per cent as compared to 1923. 

Tidewater business at Hampton Roads continued to recover the 
first week of July, when 363,257 net tons of bituminous coal were 
dumped. The improvement was due to betterment of foreign demand 
which resulted in an increase of 18,871 tons, or 24 per cent, in ex- 
ports. Dumpings for. New England decreased slightly to 172,806 tons, 
and shipments to the “other coastwise’”’ trade was practically the 
same as in the last week of June. : 

There was practically no change in June in the quantity of soft 
coal dumped over the tidewater coal piers of the Atlantic coal ports. 
The total quantity handled was 2,490,592 net tons, as against 2,422,380 
tons dumped in May. The most significant features of the report were 
an increase of 8.4 per cent in dumpings for New England consignees, 
and of 8 per cent in exports. Cumulative dumpings to May 31 totaled 
16,308,232 tons, a decrease of 17 per cent compared to 1923, and a 
decrease of 25 per cent compared to the average of 1921 and 1920, 
when the export business was unusually active. 

The movement of soft coal across the Lakes increased somewhat 
in the week ended July 6, in spite of the Fourth of July holiday. 
According to reports of the Ore and Coal Exchange 756,072 net tons 
were dumped, of which 713,012 tons were cargo coal and 43,060 tons 
were vessel fuel. Comparison with the preceding week shows an in- 
crease of 46,703 tons, and with the corresponding week a year ago, a 
decrease of 333,773 tons or 30 per cent. Cumulative dumpings of cargo 
coal during the present season of navigation now total 6,697,745 tons, 
a decrease of 38 per cent from the record of the corresponding periods 
of 1923 and 1921, and an increase of 71 per cent over that for 1922. 

Shipments of anthracite from Buffalo changed but little in the final 
week of June, and totaled 112,386 net tons. There were no dumpings 
at Erie, however, and the total movement was 19 per cent less than 
in the week before. Cumulative shipments to date stand at 1,034,507 
a a decrease of 284,794 tons, or 22 per cent, when compared with 
ast year. 

According to the U. S. Engineer’s. Office, 992,137 net tons of coal 
were received at Duluth-Superior in June. This was an increase of 
48 per cent over the May receipts but it was 53 per cent less than 
in June, 1923. Of the total receipts, 157,777 tons were hard coal and 
834,360 tons were soft coal. The dullness that has prevailed in the 
Lake trade in soft coal is reflected in the cumulative receipts, which 
stood at 1,665,889 net tons on June 30. In comparison with 1923 and 192: 
this was a decrease of 52 per cent and 56 per cent, respectively. In 
comparison with 1922, when Lake shipments were delayed by the 
miners’ strike, there was a large increase. Anthracite shipments to 
the end of June totaled 322,409 tons, which was about 28 per cent 
less than in 1923 and 1921. 


MINE RATING RULES CASE 


The Trafic World Washington Bureau 


Arguments, all in opposition to the inclusion of the “com- 
mercial factor” as such, in rules for the rating of mines as the 
foundation for the distribution of coal cars in times of shortage, 
were made July 11 in No. 13896, the mine rating case. The 
Commission asked for views on a proposal to include that factor 
in the rules. The proposal was discussed by R. V. Fletcher, 
for the railroads generally; by W. S. Bronson, for the Chesapeake 
& Ohio in particular; by R. W. Ropiequet, for the Illinois opera- 
tors; by A. G. Gutheim, for the Pittsburgh Coal Producers’ Asso- 
ciation; by F. L. Ballard, for the Bethlehem Steel Corporation; 
8. C. Higgins, for New River operators; E. L. Greever, for the 
Pocahontas district operators on the Norfolk & Western and 
Ernest S. Ballard, for the National Coal Association. 

All opposed inclusion of the factor in a specific way but 
some insisted that when past performances were taken into con- 
sideration weight was given to the ability of the operator to 
Sell coal, Mr. Ropiequet said that physical capacity to produce 
Spelled nothing, but that to say that a man’s rating should be 
established in a time when there was no market for application 
to him when there was a demand, was a reduction to absurdity. 

As to the power of the Commission, there was not much 
doubt except in the mind of F. L. Ballard, who argued that there 
Was no such power but aside from that he insisted that such a 
rule, if imposed. would accentuate the troubles the Commission 
now had with coal car distribution. Mr. Bronson, when asked 
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about power, said that he long had had the idea that the duty 
of the carrier was to give adequate transportation to traffic 
when tendered but, he added, the decision of the Supreme Court 
of the United States in the joint mine case had given him a jolt. 
If the Commission could make a rule depriving the carrier of a 
right to furnish cars when it had them and a shipper of the 
right to ship when he had freight to tender, as it had in that 
case, and the court sustained such a rule, he said he thought the 
court would sustain a rule making the commercial factor a 
thing to be considered and given weight. He said the Chesa- 
peake & Ohio would obey an order from the Commission requir- 
ing the use of the commercial factor but it would not undertake 
to establish such a rule without an order. 

The general tenor of the argument was that the present 
rules had removed inflations from the ratings and that they 
should be given a thorough trial. 


COAL CAR SUPPLY 


A report issued by F. M. Shore, acting chief of the coal 
division of the Department of Commerce, on conditions in the 
coal industry, says that the railroads are promptly moving all 
coal offered for transportation in all the coal fields. 


FRUIT AND VEGETABLE SHIPMENTS 


“With potato shipments showing a 50 per cent increase, 
watermelons 60 per cent, and peach movement three times 
greater than the week before, total volume of the principal 
fruits and vegetables shipped during the period July 6 to 12 
increased sharply to 25,420 cars. This is a gain of 9,000 cars 
over the same week last season, when all the leading products 
except apples, pears and oranges were moving in much lighter 
volume,” says the Bureau of Agricultural Economics, in its 
weekly statement as to fruit and vegetable shipments and their 
effect upon the market. “Jobbing prices had to be cut in nearly 
all the large city markets in order to move the accumulating 
supplies. It was almost universally a week of heavy arrivals 
and lower values, with shipping points reflecting the depressed 
condition of terminal markets. The western pear crop, which 
is now shipping freely, is expected to be lighter than last year’s, 
and July estimates indicate smaller production of late potatoes 
and western grapes and apples.” 

Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. Aste- 


risks (*) placed at commodity totals indicate that such changes have 
been made for one or more of the states in that group. 


Total Total 
This Last 
July June 29- July Sea- Sea- Total 
6-12, July 5, 8-14, son to son to ~ Last 
1924 1924 1923 July 12 July 14 Season 
Apples— 
ae 38: *153 792 *740 1,331 *138,631 
Cabbage— 
A re 323 *321 178 *17,298 13,199 *37,247 
Cantaloupes— 
. aE 2,325 2,282 1,038 16,976 13,955 25,877 
Cherries— 
MI vars visiere:s cece 144 *107 247 *1,555 1,899 2,481 
Cucumbers— 
a 506 *482 335 *5,228 4,345 5,688 
Grapes— 
a ee 93 ch 90 93 197 65,360 
Lemons— 
ee 364 434 169 10,749 7,160 8,194 
Lettuce— 
. eS 319 136 444 *22,300 19,694 *27,714 
Mixed Deciduous Fruits— 
_ eee 289 *239 604 *1,716 3,469 *9,066 
Mixed Vegetables— 
... Se ae 482 340 451 *15,921 12,743 23,802 
Onions— 
ae 422 *216 240 *5,623 4,768 *29,482 
Oranges— 
EEE Siidaniweewe 610 644 1,082 68,443 61,415 68,406 
Peas— 
ae 495 375 1,011 1,029 1,619 18,460 
Peaches— 
i eee 3,128 1,040 1,343 5,945 5,032 33,512 
Plums and Prunes— 
EE Shik owiehe 164 *167 262 *960 1,769 6,783 
Strawberries— 
a 222 *320 70 *18,308 17,749 *17,907 


Sweet Potatoes— 


Se SE 41 Pe 1 41 2 13,929 
Tomatoes— 

re 668 *948 391 *15,418 14,301 24,116 
Watermelons— 

ea 7,601 *4,700 3,526 *18,021 14,055 33,010 
Potatoes— 

WOES Se csskcws 6,807 *4,608 4,056 *37,096 29,013 *241,090 


SERVICE ORDER VACATED 


Service Order No. 37, by means of amendment No. 1 thereto, 
has been vacated and set aside. That is the order issued 
by the Commission to prevent the disruption of interchange 
switching service pending the settlement of a dispute between 
the Minneapolis & St. Louis on the one side and the Peoria 
& Pekin Union on the other. The order resulted in litigation, 
although the primary purpose, that of maintaining the existing 
status, was achieved. 
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NICKEL PLATE-ERIE-PERE MARQUETTE 


The Trafic World New York Bureau 


Further developments in the reported merger of the Erie 
and Pere Marquette with the Nickel Plate occurred in New 
York this week when Chairman O. P. Van Sweringen and Presi- 
dent J. J. Bernet, of the Nickel Plate, conferred with Chairman 
E. N. Brown and President F. H. Alfred of the Pere Marquette. 

It is commonly reported that the Van Sweringen interests 
have a large proportion of the shares of the Erie and con- 
template the merger of this road with the Nickel Plate System. 
The meeting with the Pere Marquette officials gave definite 
confirmation to the rumor that the Van Sweringens were alsa@ 
seeking control of this system. 

Previous to the meeting Mr. Brown determined from the 
books of the corporation that the Van Sweringens had 33,000 
shares in their name. Mr. Van Sweringen himself claimed to 
have control of more than 100,000 shares, about one-seventh 
of the total voting strength. While this is far from control, 
it makes the Van Sweringens the largest stockholders and 
gives additional weight to their offers for a merger of the two 
systems. E 

Following the conference, Mr. Brown said that terms for 
the exchange of the stock of the Nickel Plate for the Pere 
Marquette were not discussed, and that a formal proposal would 
probably be made later. Mr. Van Sweringen said: “There is 
nothing I can say at this time. When the proper time comes 
we will make an announcement.” 

It is expected that the negotiations will occupy several 
months. Mr. Brown has now left for a month’s vacation and 
it is doubtful if much*will be done before his return. 


ACQUISITION APPLICATION 
The St. Louis-San Francisco and the Kansas City, Fort Scott 
& Memphis have applied, jointly, for authority for the last men- 
tioned to acquire the entire capital stock, $1,775,400, of the 
Kansas City, Clinton & Springfield, and for the leasing of the 
property to the St. Louis-San Francisco. The application is 
justified, the applicants said, on the ground that the acquisitions 


will simplify the corporate relations and permit more economical 
and efficient operation. 


ACQUISITION OF OKLAHOMA LINES 

The Oklahoma City-Ada-Atoka Railway Company has been 
authorized by the Commission to acquire control by lease of 
that part of the Missouri-Kansas-Texas Railroad Company ex- 
tending from Coalgate to Atoka, Okla., including the right to 
the joint use of the latter’s terminal facilities at Atoka, and to 
acquire control by lease of the railroad of the Oklahoma City 
Shawnee Interurban Railway Company extending from Okla- 
homa City to Shawnee, Okla., a distance of approximately 38 


miles. The M-K-T line to be leased embraces approximately 
13 miles. 


FINANCE APPLICATIONS 


The New Orleans, Texas & Mexico Railway Company has 
applied for authority to issue and pledge $3,752,000 of first 
mortgage 5% per cent gold bonds, series A, and to pledge 
$981,000 of first mortgage 5 per cent gold bonds, series B. 
The proceeds of the series A bonds will be used to reimburse: 
the treasury of the applicant in part for capital expenditures, 
and the proceeds of the series B bonds will be used to reimburse 
the treasury of the applicant for expenditures for the acquisi- 
tion of a like amount of income bonds. The company said 
no arrangements had been made for the sale of any of the 
bonds, but that it desired authority to pledge the bonds from 
time to time as security for short-term loans. 

The Port St. Joe Dock & Terminal Railway Company of 
Florida has applied for authority to transfer the pledge of 
$62,000 of its first mortgage bonds to the St. Joe Bay Company 
First Mortgage Bondholders’ Protective Committee and to re- 
tire $46,000 of notes to the Boatmen’s Bank of St. Louis, plus 
accrued interest, amounting to $19,832.82. The applicant ex- 
plained that it was indebted to the bank in the sum of $46,000 
plus the accrued interest and that the collateral security 
pledged for the loan was the $62,000 first mortgage bonds. The 
St. Joe Bay Company First Mortgage Bondholders’ Protective 
Committee agreed with the bank to take over the obligations 
of these notes and accrued interest, together with the bonds 
as collatral security. The company said the committee was 
willing to accept in payment of the total indebtedness the 
$62,000 of bonds. 

The Florida Western & Northern Railroad Company, which 
was recently authorized by the Commission to construct more 
than 200 miles of railroad in Florida, has filed an application 
asking authority to construct what is called the Ocala cut-off 
in Marion County, Fla., approximately 7 miles in length, and 
what is called the Frost Proof spur in Polk County, Florida, ap- 
proximately three miles in length. Permission to retain excess 
earnings under section 15a is requested. 


The Virginian Railway Company has applied for authority 
to issue, nominally, $3,133,000 par value, of its first mortgage 
five per cent 50-year gold bonds; to issue, actually, and sell 
$10,000,000 par value of its first mortgage five per cent 50-year 
gold bonds. 

The Virginian Terminal Railway Company has applied for 
authority to issue $1,109,000 of its first mortgage five per cent 
50-year gold mortgage bonds, dated May 1, 1907, due May 1, 1957, 
and to pledge them to the Farmers’ Loan and Trust Company. It 
asked to have the bonds authenticated by the Central Union 
Trust Company of New York and transfer them to the Vir- 
giniaan Railway Company in satisfaction of its debt of that 
amount to that company. 

The parent company said that the purpose of the issue was 
to reimburse its treasury and asked for authority to have the 
bonds authenticated by the Farmers’ Loan and Trust Company. 
It also asked for authority to guarantee $1,109,000 first mort- 
gage five per cent 50-year gold bonds of the Virginian Terminal 
Railway Company and to pledge the said bonds under its first 
mortgage of May 1, 1912, and to issue, nominally, a like amount 
of the par value of its first mortgage five per cent 50-year gold 
bonds. 

The Tuskegee Railroad Company has applied for a cer- 
tificate of public convenience and necessity for the extension 
of its line of railroad in Alabama for a distance of 2.4 miles. 

W. H. Bremner, as receiver for the Minneapolis & St. Louis, 
has asked for authority to issue $200,000, face value, of re- 
ceivers’ certificates in lieu of an obligation of a like amount 
of outstanding certificates. ; 

The Pearl River Valley Railroad Company has applied for 
authority to liquidate, by renewal or otherwise, unsecured notes 
aggregating $40,000. 


LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Association 
from 363 mills showed a marked recovery from the lumber move- 
ment of the week in which the nation’s birthday was celebrated, 
but they said production, shipment and new business was still 
below normal. On the other hand, new business was received in 
greater volume than during the corresponding week of 1923, 
though both production and shipments were less. The expansion 
of current orders and the decrease in production and shipments 
are tending to equilibrium in the industry—reports from 363 of 
the larger mills of the country indicating that shipments are 
almost on a par with production and new business somewhat 
greater. 

The unfilled orders of 249 Southern Pine and West Coast 
mills were 456,432,746 feet, as against 417,385,790 for 251 mills 
the week before. Separately, 119 West Coast mills had unfilled 
orders of 240,724,559 feet, as against 222,479,336 for 121 mills a 
week earlier; 130 Southern Pine mills had unfilled orders amount- 
ing to 215,708,187 feet, as against 194,906,454 feet for 130 mills a 
week earlier. 

Altogether, the 363 comparably reporting mills had shipments 
of 98 per cent and orders of 109 per cent of actual production. 
For the Southern Pine mills these percentages were respectively 
96 and 127; and for the West Coast mills 110 and 119. Of the 
comparably reporting mills, 342 (having a normal production for 
the week of 219,481,676 feet) reported production 79 per cent of 
normal, shipments 79 per cent, and orders 88 per cent thereof. 

The following table compares the national lumber movement 
as reflected by the comparably reporting mills of seven regional 
associations for the three weeks indicated: 





Corresponding Preceding Week 


Past Week Week, 1923 1924(Revised) 
RI 5c aOR sa 'sre"eia aieierwe ei arene 363 392 360 
PPOGUCHON oi 6c ccccswees 186,659,957 237,526,107 141,400,637 
i et —— ne 182,681,162 213,986,058 165,817,415 
IN girs xc nemo epee 203,366,276 195,927,237 161,681,533 


The following figures compare the reported lumber movement 
for the first twenty-eight weeks of 1924 with the same period of 
1923: 


Production Shipments Orders 
MEI sca olaxelsveissraraleeceigetal wan 6,445,952,844 6,349,993,036 5,993,381,169 
RS ee nt 6,495,078,783 6,832,383,698 6,392,900,044 
TO DONOR oi Sieh ceceweceonseae OP eee ses ccecsseces 
1924 Decrease ........... 49,125,939 482,390,662 399,518,875 


The mills of the California White and Sugar Pine Association 
make weekly reports, but they are not comparable in respect to 
orders with those of other mills. Consequently, the former are 
not represented in any of the foregoing figures. Twelve of these 
mills reported a cut of 11,982,000 feet last week, shipments 9,377,- 
000, and orders 10,691,000. The reported cut represents 34 per 
cent of the total of the California Pine region. 


The abstracts of tariff filings, rejections, suspen- 


sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subseribers always to be 
sure their traffic files are up-to-date. 
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OCEAN RATES SLIGHTLY FIRMER 
The Trafic World New York Bureau 


Shipowners were slightly encouraged last week by the 
stronger tone in the tramp steamer market, though rates were 
only slightly above the recent low levels. Minor recoveries were 
made in the coal and grain trades and these gains were main- 
tained. Failure of the market to continue its downward trend 
prought hope that the bottom had been reached, though definite 
signs of improvement were lacking. 

Grain brokers expressed more optimism with a revival of 
interest in exports to Europe, as there seemed to be some ground 
for the belief that renewed activity was to be expected next 
month. Actual orders were scarce. A Dutch steamer was fixed 
from Montreal to West Italy for July loading at 15 cents a 100 
pounds, with options of 16% cents to the Adriatic, 17% cents 
to Greece, and 19 cents to Constantinople. An Italian steamer 
was fixed from Montreal to the Mediterranean at 15 cents. A 
British vessel was booked for Greece at 17% cents. Quotations 
for Augusta loading from the Gulf to the Continent were 13 to 
15 cents a 100 pounds, to the United Kingdom at three shillings, 
three pence a quarter of 480 pounds, and to the Mediterranean 
at 17% cents. 

The only coal market which showed activity during the week 
was that to Rio de Janiero, in which five or six vessels were 
chartered at $3.10 to $3.25 a ton, about the same prices as the 
week before. Funch, Edye & Co. reported that the European 
market was bare of inquiries except at figures which meant a 
distinct loss to shipowners. The Hampton Roads-St. Lawrence 
coal trade has quieted down, due to the inability of shipowners to 
get cargoes from Montreal outward. .Canadian shippers appeared 
more anxious, however, and higher rates may be offered than 
the $1 a ton with 1,000 tons a day free discharge. 

Moderate activity prevailed in sugar freights to the United 
Kingdom and Continent, with six or more charters closed from 
Cuba at rates of 20 to 22 shillings a ton. 

Operators of liner services also reported a marked lack of 
business. 

Several organizations representing New York commercial 
interests are preparing to intervene in the complaint filed by 
Charleston and Jacksonville charging that steamship rates from 
the North Atlantic to the United Kingdom, Continent and 
Mediterranean are unjustified and unreasonable, in that there 
is an arbitrary differential of 15 cents a 100 pounds under rates 
from the Southern ports. 

The New York Produce Exchange has placed the matter 
in the hands of its traffic manager, Charles J. Austin, who is ex- 
pected to intervene. The situation has also been brought to 
the attention of the Merchants’ Association, whose transpor- 
tation committee will meet shortly to discuss the matter. 

While the South Atlantic complaint was filed directly against 
the Shipping Board lines operating from that section, and in- 
volves the New York tariffs, it was learned here that the 
steamship lines will probably not intervene but will leave the 
fight to local commercial organizations. It is pointed out 
that the controversy is primarily one between ports and not 
ship lines. 

The New York interests will ask that not only the ocean 
rates but also railroad tariffs, especially preferential rates to 
the various outports, be considered, pointing out that much of 
the export business from the interior is handled on through 
bills of lading. Equalization of the ocean rates, according to 
local officials, will actually give the South Atlantic a distinct 
advantage due to their lowest rail rates. 

The United Kingdom and Continental Steamship Confer- 
ences, meeting in New York, extended the present trading period 
through December. Most of the rates were in effect only to 
the end of August or September. Miner reductions were made 
on several bulk commodities, such as acetate of lime, cattle 
food, phosphate and sulphate of soda. 

Conference officials said that while export shipments were 
at an unusually low level, rates were also low and further re- 
ductions were not justified by operating costs. Extension of the 
tariffs was considered an indication that no important changes 
in lines rates were contemplated in the near future. 

Beginning with the maiden voyage of the new Aurania from 
New York on September 27, the Cunard Line will operate a 
weekly service between this city, Queenstown and Liverpool, 
The Aurania will augment the service supplied by the Franconia, 
Scythia and Laconia. 

The Dollar Freight Terminal Co. has been incorporated un- 
der New York laws with a capitalization of $1,000,000 by 
Ira A. Campbell, attorney, S. A. Oyen, Dollar Line manager in 
New York, and G. A. Rush. 

As a result of heavy offerings of coffee for the San Fran- 
cisco market, Swayne & Hoyt, operating the Shipping Board 
Service between the Pacific Coast and East Coast of South 
America ports, have included Puerto, Colombia, as a port of 
call for homeward vessels. 

Possibility that the Barber Lines may purchase a number 
of vessels from the Shipping Board for conversion from steam- 
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ships to motorships was indicated when Oakley Wood, vice- 
president, said that the company is in the market for such 
ships if they can be obtained on terms which will permit com- 
petition with foreign lines. The line may acquire ships under 
the terms of the Diesel loan bill passed recently by Congress. 

A new freight service between Wilmington, Del., and the 
Pacific coast will be started next Monday by the Pacific Mail 
Steamship Company. The steamer Cacique will sail from this 
city on that date and the schedule calls for sailings of vessels 
approximately every ten days. The steamers will load at the 
Marine Terminal and freight will be handled by Moore & Mc- 
Cormack for Christobal, Panama Canal points, Mexico, Central 
America and the Far East. 

An indication that the turning point in the tramp ship mar- 
ket may be near was seen this week, in the fixture of the 
British steamer Hallside from the River Plate to the United 
Kingdom at 25 shillings a ton. Boats have been fixed there 
in the last two weeks from 19 to 24 shillings. 

Mexico plans to build up her merchant marine through 
application of preferential railroad rates similar to the inop- 
erative section 28 of the U. S. merchant marine act of 1920, 
according to reports received in local shipping circles. James 
Irvine, general manager for the Mexican States Lines on the 
Pacific coast, has made public a decree issued by President 
Obregon and based upon the recommendations of a special com- 
mittee. The text of this decree provides for co-operation be- 
tween the Mexican national railroads and steamship lines in 
developing traffic through preferential through rates. 


PORT OF NEW YORK ACTION 
The Trafic World New York Bureau 


The steamship committee of the Maritime Exchange, at a 
meeting in New York July 17, invited New York commercial 
organizations to a conference, July 24, to determine the action 
to be taken by the port of New York in meeting the complaint 
filed by south Atlantic ports with the Shipping Board against 
ocean rate differentials. 

The committee also invited representatives of New England 
ports, Philadelphia, Baltimore, and Norfolk, to a joint con- 
ference on July 31, at which co-operation between north At- 
lantic interests in meeting the southern threat will be discussed. 

John P. Magill, chairman of the committee, said the New 
York Produce Exchange, Chamber of Commerce, Merchants’ 
Association and Board of Trade and Transportation had been 
asked to meet with the Maritime Association. The question 
to be decided first, he said, is what attitude this port will adopt 
and whether it is advisable to join with other north Atlantic 
ports in making a joint defense against the move to eliminate 
the differential in ocean rates in favor of New York. 


SOUTH ATLANTIC DIFFERENTIAL 


Informal examination of the complaint, No. 23, Port Utili- 
ties Commission of Charleston, S. C., and Municipal Docks and 
Terminals of the Port of Jacksonville, Fla., vs. the Carolina 
Company et al., has shown that none of the lines serving north 
Atlantic ports has been named as a respondent and that, prob- 
ably without such lines being brought in the Shipping Board 
could not dispose of the allegation that the maintenance of 
a differential against the south Atlantic ports results in unjust 
discrimination and undue prejudice against them. It is under- 
stood the complaining cities will amend their complaint by 
making the lines serving the north Atlantic ports respondents 
so that the order of the board, if any, may run against them, 
should the board reach the conclusion that the maintenance 
of the differential constituted a violation of the law. 


WATER-BORNE COMMERCE 


“A series of studies completed by the Bureau of Research, 
United States Shipping Board, contain a comprehensive survey 
of the water-borne traffic conducted through United States ports 
in the calendar year 1923,” says a statement issued by the board. 

“First in importance among these studies is one which in- 
cludes the activities of the principal United States ports in 
water-borne foreign commerce, trade with our non-contiguous ter- 
ritories, Alaska, Hawaii, the Philippines, Porto Rico and the 
Virgin Islands, and the intercoastal traffic between the Pacific 
coast and the Atlantic and Gulf coasts, thus combining in one 
survey the total water-borne commerce of continental United 
States, except coastwise (by which is meant domestic traffic 
bettween States on the same coast), as well as that of it in non- 
contiguous territories. This is the first statement ever issued 
containing a complete resume of the water-borne commerce of 
the United States and its dependencies, and shows the distribu- 
tion among ports under the American flag of nearly 126,000,000 
tons of freight handled by them in the year ended December 31, 
1923. More than 55 per cent of this total passed through six 
ports, each of which is credited with a movement of over $5,000,- 
000 tons. New York, of course, leads with a total of 27,600,000 
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tons and is followed by Los Angeles with 11,495,000 tons, Bal- 
timore with 8,300,000 tons, New Orleans with 8,290,000 tons, 
Philadelphia with 7,870,000 tons, and San Francisco with 5,740,000 
tons. 

“Twenty-one individual ports, listed below, each handled over 
1,000,000 tons of freight, inbound and outbound combined, in 
water-borne commerce other than coastwise in 1923. 


Inter- Non- 

Total Foreign coastal contiguous 
New York, N. Y........ 27,615,448 21,275,288 5,876,689 463,471 
Los Angeles, calit ie\eteinia 11,495,456 2,788,021 8,623,036 84,399 
DMmOTe, BG... ccccccece 8,341,435 6,617,605 1,552,681 171,149 
New Orleans, La........ 8,290,350 7,216,287 907,774 166,289 
Philadelphia, Pa......... 7,870,339 6,242,662 1,549,169 78,508 
San Francisco, Calif..... 5,740,421 3,012,857 1,472,036 1,255,528 
CS ee eer ,604,190 3,024,811 511,817 67,562 
Galveston, Texas......... 2,893,178 2,823,497 58,193 11,488 
Se eae 3,336,361 3,336,361 Sapeetinn © emaehacaiete 
Port Arthur, Tex....... 2,854,822 2,797,554 50,474 6,794 
J. = eee 2,126,105 1,958,685 119,434 47,986 
a 1,949,665 990,128 547,888 411,649 
Portland, OF@...ccccccive 1,719,120 1,232,791 473,600 12,729 
Newport News Va....... 1,499,517 1,465,627 5,459 Bess 431 
Creverand, Ol6....0.ccce 1,403,781 1,403,781 ieoh ean ‘ 
Fall River, Mass......... 1,270,082 652,361 617,721 
pS Se eer 1,243, 236 781,009 313,146 "149,081 
CME tetacweweview as 1,219,619 962,013 208,061 49,545 
Baten Rouse, La.......- 1,155,968 1,044,109 111,859 Sacer ails 
yO eR eee 1,132,619 SY eer 
Perth "Amboy, Pic acdess 1,080,760 1,077,309 943 2,508 


“Of the total of 126,000,000 tons, 73 per cent (92,000,000 
tons) represents our trade with foreign countries, 25,000,000 tons 
the traffic handled by Pacific ports and Atlantic and Gulf ports 
in intercoastal trade and 9,000,000 tons the volume of cargoes 
passing through continental and non-contiguous territory ports 
in the non-continguous United States Territory trade. It will 
be recognized that all shipments in intercoastal and non-con- 
tiguous trades are doubly recorded, being included in the trans- 
actions of both the port of origin and the port of destination, 
therefore the actual tonnage moved in intercoastal trade was 
12,500,000 tons and in non-contiguous trade 4,500,000 tons. Of 
the total foreign trade 78,000,000 tons passed through seaports 
in continental United States, 13,000,000 tons through Great Lakes 
ports and 1,000,000 tons through ports in the non-contiguous 
United States territories of Porto Rico, Hawaii, and the 
Philippines. 

“A condensed summary of our total water-borne commerce, 
except coastwise, imports and exports combined, follows: 


Inter- Non-con- 

Total Foreign coastal tiguous 

Toeal Cont. U. S. Sea Ports.107,371,040 78,155, 715 24,782,768 4,432,557 
Potal Great Lakes Ports... 13,261,779 18,251,779 ..cccccos ceccccecs 


779 
Total Cont. U. 8S. Ports..... 120,622,819 91, 407, 494 24,782,768 4,432,557 


Total (a) Non-Contiguous 
U 


eee ret eee 5,252,736 BAG, 2ES  scseccess 4,432,557 


Total U. S. and Depend’cies.215,875,555 92,227,663 24,782,768 8,865,114 


(a) Alaska, Hawaii, Philippines, Porto Rico and Virgin Islands. 


“Other studies in the series present in parallel the foreign 
water-borne commerce of states and individual ports in 1923 
compared with 1922, and in this connection it is noted that not- 
withstanding a decrease of nearly 8,000,000 tons in coal and 
petroleum imports, the 1923 total imports are only 2,000,000 tons 
less than the 1922 total. The export total is more than 6,000,000 
tons greater than in 1922 and the total water-borne foreign com- 
merce 4,000,000 tons greater, an increase of 4.7 per cent over 
1922. 

The ten ports which in 1923 handled in excess of 2,000,000 
cargo tons each in foreign commerce are tabulated below, to- 
gether with the tonnage handled by these ports in 1922. 





TOTAL——— ——IMPORTS—— -——EXPORTS—— 
1923 1922 1923 1922 1923 1922 
= Cargo Cargo Cargo Cargo Cargo 


ons tons tons tons tons tons 

New York..21, one 288 22,762,101 10,354,701 12,202,963 10,020,587 10,558,138 
N. Orleans. 7,216,287 7,147,313 4,172,156 3,445,254 3,044,131 3,702,056 
Baltimore . 6.617.605 5,619,024 3,412,750 2,849,982 3,204,855 2,769,042 
. See 6,242,662 6,324,414 3,823,924 3,655,152 2,418,798 2,668,262 


Buffalo . 3,336,361 3,274,995 3,108,789 3,338,038 227,572 586,957 
Boston . 3,024,811 4,257,006 2,564,301 3,727,096 460,510 529,910 
S. Francisco 3,012,857 2,506,061 948,318 957,830 2,064,539 1,548,231 
Galveston . 2,823,497 3,016,788 1,677,938 1,585,063 1,145,559 1,431,725 
Pt. Arthur.. : 797,554 4,487,244 1,767,417 3,174,660 1,030,137 1,312,584 
L. Angeles. 2,788,021 945,116 403,955 210,212 2,204,066 725,904 


U.S. SHIPBUILDING SHOWS DECLINE 


The Trafic World New York Bureau 


While the leading maritime countries of the world showed 
an increase in shipbuilding during the quarter ending June 30, 
the volume of orders in the United States declined and this 
nation fell from fourth to fifth place, according to Lloyd’s Reg- 
ister of Shipping. Great Britain and Ireland, Germany, France 
and Italy now surpass the United States, and Holland is prac- 
tically on the same level. 

German yards now have under way about three and one- 
half times as much construction as this country. A year ago 
American shipyards ranked sixth and three months ago fourth. 
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World shipbuilding on June 30 showed a gain of 100,000 
tons over the preceding quarter. The advance in Britain and 
Ireland was 43,000 gross tons as compared with a loss of 16,000 
tons here and a gain of 73,000 tons for other nations combined. 
Comparison of orders now and at the end of March is given in 
the following table, in gross tons: 


June 30 March 31 

Sai ca Kien cinnatawa newewurs 103,665 119,767 
ee eo eee 1,516,746 1,473,629 
COE GOUP IB ioe do os dice vvivevceeteweces 996,486 923,108 
SD - 4-9 shite ca wena sarees 2,616,897 2,516,504 


If only contracts on which work is preceding are con- 
sidered, the grain over three months ago is slightly over 
125,000 gross tons. Suspensions in Britain and Ireland now 
amount to only 52,000 tons against 101,000 tons in the preceding 
quarter, while for other countries the total is 140,000 tons 
against 118,000. Work actually under way follows: 


June 30 March 31 

poe i eee 1,464,000 1,372,000 
I NINO. ooo ace iiticcncsasneelekcks 960,000 925,000 
een re ene ee 2,424,000 2,297,000 


An encouraging feature of the present situation is that new 
orders are more than keeping pace with output. That the 
British advantage in this respect is not so marked as it was 
previously is shown in the table below: 


Launched Commenced 

Great Britain and Ireland............. 360,733 373,475 
CHENEF “QOURTIOR «cookie sci sidesccewesees 168,201 245,709 
528,934 619,184 


This reverses conditions in the quarter ended March 31, 
when the yards of Great Britain and Ireland launched 360,000 
gross tons and commenced work on only 225,000 tons. For 
other countries in that quarter launchings aggregated 191,000 
tons, as compared with 206,000 tons of new work, but the world 
total showed an excess of about 120,000 tons launched over work 
begun. During the quarter just closed, however, new work ex- 
ceeded launchings by 90,000 tons. 


WORLD SHIPPING 275,000,000 TONS 


The Trafic World New York Bureau 


International commerce by sea in 1922 amounted to 275,- 
000,000 long tons, or approximately the same as in 1912, ac- 
cording to an analysis of overseas shipping by E. T. Chamber- 
lain, Transportation Division of the Bureau of Foreign and Do- 
mestic Commerce. He estimated that tramp vessels carried 
137,000,000 tons, or half the total., of 13 basic commodities. 
Coastwise trades are not included in these figures. 

Mr. Chamberlain points out that while the average size of 
steamships has increased steadily in the last ten years, the 
number of vessels making more than 12 knots is no greater 
than before. From this he concludes that despite the tendency 
toward concentration of shipping in the control of large com- 
panies with ample capital and the rapid development of liner 
services, tramp shipping still constitutes a major part of over- 
seas transportation. 

It is estimated by Mr. Chamberlain that fully 60 per cent 
of the tramp traffic does not cross the ocean, but moves on 
relatively short voyages between countries on the same conti- 
nent. The 13 commodities adopted as the base of tramp trades, 


with the volume in long tons of their respective exports in 1922, 
are shown as follows: 


Ton 

MNMIENS sora: 'airureh ace: Sonus sia Por'a wicksiwiinr sul etetelmlaracmets 14, 580, 000 
Ns otnce coe eee a eu ienteaden ee nee 1,32 0,000 
I hws kidcclcignsiaiad a ance nttioe line ae 860,000 
i SE Re re err ee nan 1,030,000 
DOMED. coe ere ita comee ies vee werenle honk 5,790,000 
BN aos ce icicoraareta wales aim Aeee COS 3,560,000 
ME Scaltre Salas elec news cicitin ew Roe boas 7,120,000 
WBPIIIN | Siccarco's51 ove caseninverai ccs platecara ime 4yabniete okie antares 71,450,000 
Iron ore, manganese, pyrites........ 14,690,000 
PARES SAR Renee Pe ee ee ore 9,020,000 
DUNE | ASS otic staterataaietn baneyc om mes 4,150,000 
RNIN Fars:cs'g:axsrate Gleiatcioskeneugrnis (aipncedmecccaretets 2,110,000 
TIE IN oc, ech alanine ow areiereceieie ce ralern 1,740,000 

ND {Ges ke ose ein eek nate 137,420,000 


Petroleum in 1922 was second in bulk exports, with 30,000,- 
000 tons, but as the oil industry owns or controls most of the 
tankers, which are usually operated in liner services, this is 
not included in the total of tramp trades. 

Eighty per cent of the bulk cargo trade is centered around 
the coasts of Europe, Mr. Chamberlain points out. The fact 
that British vessels are able to carry coal on the greater part 
of the outward voyages and return with other bulk cargoes 
gives them a great advantage in this traffic. The United States 
is handicapped in getting return cargoes. Exports from this 
country amounted to 29,550,000 tons, while imports were only 
5,800,000 tons, of which 3,900,000 tons were coal imported dur- 
ing the strike here. 
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FRANKLIN EXPECTS IMPROVEMENT 
The Trafic World New York Bureau 


Shipping conditions thus far in 1924 have been slightly better 
than last year, and with improvement in European affairs ocean 
transportation should benefit gradually, according to P. A. S. 
Franklin, president of the International Mercantile Marine 
Company, in his annual report. 

Financial results in 1923, as shown in the final report, 
coincide closely with the preliminary figures several weeks ago. 
The parent company and its subsidiaries, the American Line, 
Red Star Line, White Star Line, Atlantic Transport Line and 
Leyland Line, after deducting depreciation, suffered a net loss 
of $1,689,921, as compared with a loss of $1,269,783 for 1922. 
Surplus was reduced from $26,978,449 to $24,426,721. Operating 
profits for the year, before depreciation, amounted to $3,889,878, 
against $4,714,877 in 1922. 

Commenting on current conditions, Mr. Franklin said: 


Until the political situation in Europe materially improves and 
the present serious economic conditions are corrected, it is impos- 
sible to expect a resumption of normal interchange of freight and 
passenger traffic hetween the countries of the world and as there 
has really been no improvement abroad, the business of your com- 
panies has been both difficult and unsatisfactory. 

It is too early to predict results for 1924, but so far they have 
peen slightly more satisfactory_and we are hopeful that with an 
improvement in conditions in Europe, there will follow a general 
revival of business and trade throughout the world. Shipping ‘should 
then be able gradually to work itself out of its present difficulties. 


Commenting on the Panama-Pacific Line in the intercoastal 
trade, which was re-established in October of last year, Mr. 
Franklin said that “although the results so far have not been 
entirely satisfactory, it is felt that there is an opportunity of 
developing a passenger business which will ultimately be prof- 
itable.” 

Mr. Franklin called attention to the re-establishment of 
the London-New York service of the Atlantic Transport Line 
last August, which is now maintained with the steamers Min- 
netonka and Minnewaska. These are the largest freight car- 
riers in the world, he points out, and with betterment of Euro- 
pean conditions will prove to be a valuable adjunct to the fleet. 

“With the present very unsatisfactory condition of trade 
and commerce, the great oversupply of freight steamers and 
the serious reduction in the trans-Atlantic passenger traffic, it 
is considered most fortunate that the company at present has 
no steamers under construction,’ the report concluded. 


CALLS CASE IMPORTANT 


The National Merchant Marine Association, in its current 
weekly bulletin to its membership, ascribes great importance to 
the case created by the collector of customs at Boston when 
he imposed a fine of $110,000 on the Voltaire, of the Lamport & 
Holt interests, for making a landing at Boston, while carrying 
something more than 500 members of a fraternal organization, 
from Philadelphia to Halifax. The fine, $200 per capita, is 
greater than the fare collected. The bulletin says an appeal to 
the courts is expected. Continuing it says: 


{ 

The importance of the situation can hardly be overestimated, 
for the coastal trade is the one service in which American ships 
can be operated without the competition of cheaper built foreign 
ships, run by cheaper labor. Even the defeated German treaty, 
by which it was sought to prevent the United States from legis- 
lating in favor of its own shipping, specifically exempted the 
coastwise service. It seems apparent, however, that what British 
interests are seeking is a test case relative to the coastwise 
trade, and it is not unlikely that a loophole will be sought to be 
established through technicalities, in the case now developing. 
The value of the reservation of this trade to our own vessels was 
so strongly established through the tonnage made available to 
the United States from this source during the late war, that 
any letting down of the bars, with the consequent entry of foreign 
vessels and the inevitable elimination of American ships, would 
be a national disaster. 

Although the German commercial treaty was effectively killed 
by the Senate committee on foreign relations, it is now reported 
that Holland is seeking the negotiation of a similar treaty 
through the state department. That branch of the government, 
in bringing up the German treaty, announced that it was a 
“model” for a number of similar treaties which it was proposed 
to make with other nations, and it now seems evident that Hol- 
land will try to get what Germany failed to. As was pointed 
out, however, the principle of the treaty, and not the fact that it 
was to be with Germany, was the real factor in the case, and 
that such an agreement would be obnoxious, no matter what 
country sought to secure it. It is inevitable that once such a 
treaty is made with any nation, like treatment must be accorded 
to other nations, and the United States would then be powerless 
to aid its own shipping. 


CONVERSION OF SHIPS 


Chairman O’Connor, of the Shipping Board, announced, July 
14, that the advisory committee appointed ‘by Commissioner 
Benson to recommend the most suitable types of engines for the 
conversion to Diesel propulsion of Shipping Board vessels had 
concluded its work and had submitted its final report. Continu- 
ing, the chairman said: 


Predicated on an initial conversion program comprising twelve 
large single-screw freighters, the committee unanimously agreed that 
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this first step should be characterized by the utmost reliability, and 
accordingly recommended that only slow speed direct connected 
engines of proven types be used. 

While recommending well tried engines for immediate installation, 
the committee pointed out the desirability of encouraging the 
development of the double-acting engine, and in view of its great 
advantages there is no doubt but this type will receive due consid- 
eration in the near future, 


Plans and specifications are now in the course of preparation 
and it is intended to place contracts as rapidly as possible. 


Officials denied a report that protest had been made to the 
board by manufacturers of the double-acting engine because the 
committee favored installation at first of single-action types of 
Diesel engines. The double-acting engine type, they said, would 
receive complete considerataion with a view to its use in later 
installations. 





APPOINTED EUROPEAN HEAD 


President Palmer of the Emergency Fleet Corporation has 
announced the appointment of Joseph E. Sheedy, vice-president 
of the corporation in charge of operations, as head of all fleet 
corporation affairs in Europe, with headquarters in London. 
The vacancy made in the fleet corporation by the transfer of 
Mr. Sheedy, for the time being at least, is to be filled by the 
president. 

The appointment means the co-ordination of all the fleet 
corporation’s activities in Europe under one head. That means 
also the United States Lines, which have been operated sep- 
arately. 

Huntington T. Morse, at present in charge of fleet cor- 
poration affairs in London, is to remain in that office under 
the jurisdiction of Mr. Sheedy. 

Appointment of E. H. Schmidt, as the successor of Maj. 
T. L. Clear, the latter now treasurer of the fleet corporation, 
has also been announced by President Palmer. Major Clear 
announced, some time ago, his intention of resigning the treas- 
urership. Mr. Schmidt has been connected with the fleet cor- 


poration for a number of years and his appointment is a pro- 
motion. 


NEW SOUTHERN PACIFIC BOAT 


The steamship “Bienville,” built for service between New 
York and New Orleans in the Southern Pacific Company At- 
lantic Steamship Lines (Morgan Line) fleet, was launched at 
Tacoma, Wash., July 16. L. J. Spence, director of traffic of 
the Southern Pacific Lines, said the “Bienville’ would be de- 
livered at New York in time to participate in the rapidly in- 
creasing water-and-rail winter tourist traffic to California via 
the Sunset Route. 

The “Bienville” is a single screw oil-burning steamer, 445 
feet length over all, 428 feet length between perpendiculars, 
load draft 25 feet 6 inches, with deadweight at that draft about 
7,000 tons, and is designed to maintain a speed of 16 knots. 
She has three passenger decks. 

There are accommodations for 237 first class and 111 third 
class passengers, the latter being carried in rooms for six per- 
sons on the-main deck forward. 

First class passengers are accommodated in outside state- 
rooms of extra large width on the hurricane and promenade 
decks, in addition to which there are six de luxe suites. All 
the suites and staterooms are equipped with modern lighting, 
heating and ventilating appliances, while the suites and many 
of the staterooms have private baths. 


INTERVENES IN OPPOSITION 

The Hampton Roads Maritime Exchange has intervened in 
Shipping Board formal docket No. 23, The Port Utilities Com- 
mission of Charleston, S. C. et al., vs. The Carolina Co. et al., in 
opposition to the complainants and has asked to be treated 
as an original party thereto. The exchange, speaking through 
Harry M. Thompson, its secretary, denies that the rates against 
which complaint has been made are unduly preferential of the 
ports of Norfolk and Newport News, or unjustly discriminatory 
against the complaining ports. a 


VIOLATION OF COASTWISE LAW 


The collector of customs at Boston has imposed a fine of 
$110,000 on the British steamer Voltaire for alleged violation 
of the coastwise law prohibiting foreign flag ships from oper- 
ating in the coastwise trade. The allegation is that the Voltaire 
transported 550 members of a fraternal order and members of 
their families, from Philadelphia to Boston, for the annual con- 
vention of the order in that city. Lamport & Holt own the 
vessel. The final destination of the vessel was Halifax. It 


is alleged that the stopover at Boston, however, made the trip 
coastwise in character and in violation of the coastwise laws. 
The owner of the vessel will file a petition with the Commis- 
sioner of Navigation for a remission of the fine, which repre- 
sents $200 for each passenger on the vessel, and the matter 
will thus come before the Bureau of Navigation for a formal 
decision. 
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BLOW TO ST. LAWRENCE CANAL 


The Traffic World Ottawa Bureau 


The railway committee of the House of Parliament advised, 
July 15, that the bill authorizing an initial appropriation for 
the Great Lakes-St. Lawrence deep waterway scheme be with- 
drawn. The vote of the House followed its advice, thereby 
giving a blow to the project. . 

It is understood that opposition to the plan here and in 
the United States was the cause of the withdrawal of the bill. 
Adversaries of the scheme in Canada had taken the ground 
that the benefits to be derived were not in proportion to the 
cost involved. 

While the bill may be revived at the next session of Par- 
liament, it is generally believed that the whole scheme has 
been abandoned for some time, at least. 


CAR CUSTOMS SEAL RULING 


Assistant Secretary McKenzie Moss, of the Treasury De- 
partment, has decided to continue the use of the Tyden seal 
and automatic metal seal for the purposes they are now used 
for in connection with the sealing of cars, compartments of 
vessels, cases of merchandise, packages and baggage in cus- 
toms custody. In T. D. No. 40290 he has given notice to that 
effect to the collectors of customs and others concerned. The 
notice includes the names of the manufacturers who will fur- 
nish the seals and the prices, free on board cars at the points 
of manufacture. The parts of the announcement, other than 
the names of manufacturers and prices, are as follows: 


The committee appointed by the secretary of the treasury, in a 
letter dated April 3, 1924, to conduct an investigation to determine 
the most suitable devices for sealing cars, compartments of vessels, 
cases of merchandise, packages, and baggage in customs custody 
has recommended that the use of the Tyden seal and the automatic 
metal seal be continued for the respective purposes for which they 
are now used, which recommendation is hereby approved and the 
continued use of these seals directed. 

In filling orders of carriers for seals the manufacturers may make 
shipment to the local agent of the carrier at the port where the seals 
are to be used. The manufacturer, upon making such shipment, 
will notify the collector of customs concerned, giving the quantity 
of seals shipped and the name of the carrier to which shipment is 
made. Upon receipt of the seals the agent of the carrier will imme- 
diately notify the collector of customs in order that the seals may 
be placed in proper customs custody. 

No change is made in the coloring or lettering of the seals, except 
that in the automatic metal seal the rim of the bottom part will 
= } age ~" areal manufactured, be colored instead of the top part 
o e seal. 





EXPORTS OF CARS AND TRUCKS 


“Increases in the number of passenger cars and motor trucks 
exported and in the number of American cars assembled abroad 
were the salient features of the automotive export situation in 
May, although the total value of automotive products exported 
was almost $2,000,000 below the figure for April,” says the auto- 
motive division of the Department of Commerce. “May values 
amounted to $20,966,227, as compared with $22,829,150 in April, 
$21,226,273 in March, $19,566,226 in February, and $18,465,202 in 
January.” The division stated further: 


The phenomenal extent of automotive shipments from the United 
States so far this year is measured by the fact that in the first 
five months their aggregate value has reached $103,053,078, or about 
57.7 per cent of the total value for the entire year 1923. 

Passenger cars were exported from the United States and Canada 
in May to the number of 18,665, compared with 18,123 in April; and 
trucks to the number of 3,800, compared with 3,170 in April. In 
both cases the increases were the result of a sudden spurt in the 
exports from Canada. American-car assemblies in foreign countries 
also expanded materially, reaching 12,850 in May as compared with 
11,307 in April. ‘ 

Production in the United States and Canada in May covered 
321,397 cars and trucks, a decrease of 16 per cent from the 382,033 
produced in April. On the basis of these figures the ratio of exports 
to production in May was 7 per cent; if foreign assemblies are 
counted as exports, the ratio rises to 10.98 per cent. 





CURRENT AMERICAN SHIPBUILDING 


On June 1, 1924, American shipyards were building or under 
contract to build for private shipowners 194 steel vessels of 
155,214 gross tons, compared with 209 steel vessels of 165,990 
gross tons on May 1, 1924, according to the Department of 
Commerce. 

There were 17 wood vessels of 5,799 gross tons building or 
under contract to build for private shipowners in the same 
period, compared with 20 vessels of 6,607 gross tons on May 
1, 1924. 


CANADIAN CAR LOADINGS 


Car loadings for the week ended July 5 showed a remarkable 
falling off, partly accounted for by the fact that the week in- 
cluded the general holiday on July 1. The total loadings were 
49,153 cars, which is less than the total for the preceding week 
by 8,347 cars. Notwithstanding this reduction, the figures for 
this week in comparison with the corresponding week last year 
show a substantial increase. The figures for last year were 
48,585. The decrease in loadings for the last week, in com- 
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parison with the preceding seven days, is general in all classes 
of freight and most marked in grain and grain products. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS. 
Total for Canada. 
For the Week Ended 











June June July 
21, 28, 5, 
1924, 1924, 1924, 
Commodity. Cars. Cars. Cars. 
Grain and grain products. eiuiteds a ccyiavtee ae Setee ee 9,433 9,626 6,805 
DO MIE ahora nee aa aicent «Bid aerate iy Be oneed 2,114 2,060 1,740 
St NIRA ee ene atk te ae er See nee oe 5,128 4,978 4,695 
NINN Siero ce erin can iceuatiic GIAi a Tatung ose ormladebeis “x wuseds 41a Boar Rce 166 203 161 
I i ke aps exer Gs, Gs bu'bs a aco, RE chars RTA AE Ode: Pome 3,904 4,099 3,585 
a ee ee eer 2,515 2,333 1,870 
nnn RMNAN UNNI 50s 15, cic aicee wiazonusms rei a BOW Sy enc 1,908 1,521 1,418 
GUWer FOFOst PPOGWCts. 666i oic cccekcvcceciecvvevess 2,700 2,593 2,195 
SRR ENE a Rae Saree oh ae a cotta 1,811 1,408 1,605 
meeremamente, Bi Bye a. inc sce desi edeieies Oe slows 16,139 15,834 13,686 
NMCCTII 5 56d oui: ce asic d Dea ew ew wigs Cw 13,481 12,845 11,393 
POR GENE TOMMOD os oe on Sis ch ie hine dre ee inlerres 59,299 57,500 49,153 
Total cars received from connections........ 31,104 30,759 29,087 
Total cars loaded for corresponding week 
DRONE 5S 1s criarrata eet 2G rsh a laine cual eh rer eee SAGE onan 55,630 54,431 48,595 
Cumulative loading to Gate—19S4... ccc ccsewecsccenes 1,450,384 
Ng op 2 ois, 5 Hk aaa ow acoretbiees 1,335,851 


Eastern Canada. Western Canada. 
For the Week Ended 


June June July June June July 
21, 28, 5, 21, 28, 5, 

Commodity. Cars. Cara. Cara. Cars: Cars. Cars. 
Grain and grain prod- 

OS eae 2,404 2,492 2,181 7,029 7,134 4,624 
EAWS ‘SUOER. . 056 osiccicisices 1,181 1,174 979 933 886 761 
MN art areas caret ocas ne 4,368 4,202 4,133 760 776 562 
NE a:6h wiecarondpearaa tanks 164 203 158 2 eet, 3 
ee ee ee ere 2,883 3,025 2,705 1,021 1,074 88( 
ig 2,370 2,210 1,733 145 123 137 
Pulp and paper....... 1,805 1,413 1,367 103 108 51 
Other forest products. 1,313 1,319 1,000 1,387 1,274 1,195 
2 rare 1,356 922 1,177 455 486 428 
Merchandise, L. C. L...12,243 11,802 10,300 3,896 4,032 3,386 
Miscellaneous ........ 10,767 9,955 8,910 2,714 2,890 2,483 





Total cars loaded...40,854 38,717 34,643 18,445 18,783 14,510 
Total cars received 
from connections....28,807 28,168 26,639 2,297 2,591 2,448 
Total cars loaded for 
corresponding week 
WE Se cittewdta lence 40,697 40,956 36,869 14,933 13,475 11,726 


CROW’S NEST LITIGATION 
The Traffic World Ottawa Bureau 


The first gun in what promises to be the biggest freight 
rate battle in Canada since the railways in the closing years of 
the war obtained a sweeping increase in tariffs by special legis- 
tion, was fired at Lethbridge, Alta., July 9. 

Before the true significance of the dispute can be realized 
it is necessary to review briefly the position which has arisen 
in the Dominion as a result of the Crow’s Nest Pass freight rate 
agreement being restored by the Federal government on July 6. 

This agreement dates from 1897 when, in return for a sub- 
sidy given by the government, the Canadian Pacific railway 
undertook to maintain, in perpetuity, certain specified rates on 
‘more than a score of commodities eastbound and westbound. 
The commodities were basic and covered the main tonnage of 
goods, hauled in both directions, 

Increased cost of operation forced the railways in the clos- 
ing war years to come to parliament and ask that this agree- 
ment be set aside. On this occasion the railways asked also 
that the government outlaw by legislation all such agreements 
as the Crow’s Nest Pass and place the regulation of rates under 
the Canadian Railway Commission. The government of that 
day undertook to do so, but western members of the commons 
and the senate were able, by the adoption of blockade tactics, 
to prevent the legislation going through in this form. Finally, 
in 1919, after a round table conference of both houses it was 
agreed that all rate fixing agreements should be set aside for a 
three-year period. When this legislation expired, in 1922, the 
government of the day, although unwilling to re-enact the meas- 
ure, undertook to put through legislation under which the term 
of suspension could be extended by order-in-council for a period 
of two years. They then extended the suspénsion for one year. 
However, western pressure continued to gain strength until, in 
1923, the rates fixed in the Crow’s Nest Pass agreement on east- 
bound freight were permitted to come into force and, by order- 
in-council, the rates on westbound goods were suspended for an- 
other year. 

This brought the question to a climax this month, when, 
because further suspension was not authorized, the entire agree- 
ment went back into force on July 6. Although credited with a 
disposition to meet the railways’ wishes in the matter, the 
government felt that it would be inexpedient—politically—to 
make any attempt at holding up the rates any longer. 

In submitting the case for the further suspension of the 
agreement, the railways of Canada took the position that, if 
the government failed to do so they would be bound only to 
restore the rates fixed on their railway system as it existed in 
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1897. When it is considered that the Canadian Pacific Railway 
was only one-half its present size in 1897, and that the Canadian 
National system—at that date made up of a number of private 
companies—was a great deal less than half, the confusion 
which must result if the railways adopt such a course is obvious. 

Thus the rate on fruit from one point in the Niagara penin- 
sula would be about 30 per cent lower than another point a 
few miles away, because the first point was on the lines in 
1897, while the latter was not. 

It was argued, in opposition to the point of view expressed 
by the railways, that under the Canadian railway act, discrimi- 
nation in rates as between points of origin of equal distance 
from the point of destination was unlawful, and that in such a 
matter the railway commissioners would be bound to compel 
the railways to carry goods from both points at an equal rate. 

The railways, however, persisted in urging legality of 
their contention and, as a result, the restoration of the Crow’s 
Nest Pass agreement has created a confusion in regard to rates 
which is without precedent in this Dominion. 

It was only a matter of a few days until shippers in all 
parts of the Dominion raised the question of discrimination. As 
it happened, the first complainant was a farmer in the vicinity 
of Lethbridge. His nearest shipping point is a station on a 
branch line of the Canadian Pacific railway built since 1897. He 
appeared before the railway commission at the session of that 
body in Lethbridge and complained of discrimination in rates on 
wheat. He showed that the rate from Etsikom—the station from 
which he shipped—was 26 cents per bushel while the rate 
from Lethbridge—which was on the lines of the railway in 1897 
—is one cent lower. Furthermore, the rate from Winnifred, a 
station 60 miles west of Lethbridge, was only 24 cents. He 
appealed for the removal of this discrimination, and, in reply, 
the counsel for the railway companies advanced the argument 
stated. 

The Commission, sensing the magnitude of the proposition, 
declined to give a decision. After remarking that a very im- 
portant principle was involved, the chairman reserved judgment. 

In presenting their case to the government the railway 
counsel made it clear that they would not accept an adverse 
decision of the Board of Railway Commissioners as final, They 
intimated that an appeal would be carried to the Privy Council 
in England—which is the highest court in the Empire. Such 
an appeal could not possibly be concluded in less than a year, 
so that, from a very optimistic point of view, Canada is in for a 
long period of uncertainty and confusion with regard to freight 
rates on a score or more of the most important commodities 
used by her population. 


HUDSON BAY RAILWAY 


The Trafic World Ottawa Bureau 


The Hudson Bay Railway project, upon which the govern- 
ment of Canada has expended more than $20,000,000 in the past 
two decades, has been shelved for another year. The strong 
campaign which was waged on behalf of the line by the govern- 
ments of Manitoba and Saskatchewan was more than counter- 
balanced by the disfavor with which the governments in eastern 
Canada regarded the project. The movement in the west seems 
to have grown up like a mushroom as a result of the conviction 
that eastern business men and the two railway companies of 
Canada are opposed to the road. The latest proposal was made 
in the railway committee of the houses of commons this week 
when Sir Henry Brayton, financial critic of the opposition and 
former minister of finance, suggested that the railway in its 
present uncompleted condition to be handed over to the two 
provincial governments named, to be completed by them. The 
estimated cost of completing the line and developing the port 
is about $12,000,000, although placed at a lesser figure by some 
experts. It is expected that western members of the House 
of Commons will make an attempt to extract a statement from 
the government as to its policy in this connection. While there 
is no vote for the extension of the line from its present terminus 
—about 90 miles from tidewater at Port Nelson—there is an 
item of $350,000 in the general railway estimates to rehabilitate 
the existing mileage. 


CANADIAN COASTAL LAW 


The Traffic World Ottawa Bureav 


The situation on the Great Lakes, brought about by the 
Canadian Coastal laws, which throw all traffic between Canadian 
ports exclusively into the hands of Canadian shippers, is caus- 
ing increasing concern to the Canadian parliament. 

The point where the shoe pinches is in respect of grain 
rates from Port Arthur and Fort William to eastern points. 
Some progressive (farmer) members of parliament insist that 
the exclusion of American shippers from the Canadian end of 
this business has resulted in the formation of a combine among 
Canadian ship owners. They declare that this combine is using 
the privileges thus accorded them for the purpose of extracting 
the very highest rates possible from the grain producers. The 
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Progressive party, and the prairie provinces in Western Canada 
which are behind them in this stand, are unanimous in declar- 
ing the time has arrived when the grain carrying business must 
be thrown open to United States and Canadian shippers alike. 
Competition, they say, would lower the cost of lake haul per 
bushel by several cents. When it is considered that, out of the 
270,000,000 bushels of wheat exported by this route last year, 
nearly 120,000,000 bushels went through Canadian ports to the 
seaboard at Montreal, the saving of a few cents per bushel 
amounts to a very large sum of money. 

Under present regulations American vessel owners are per- 
mitted to carry wheat from a Canadian port to an American port 
and vice versa but they are excluded from the all Canadian 
business. 

The discussion took place on a bill, introduced by Hon. T. 
A. Low, minister of trade and commerce, which will set up rather 
unimportant regulations covering the filing of tariffs by shipping 
companies. The minister, in explanation, stated that the real 
motive of the government was to provide the machinery whereby 
the government could keep close watch on the situation, It was 
hoped that the returns of rates under the proposed law would 
disclose to the government the need for the suspension of the 
coastal laws when such a need existed. Heretofore, he said, the 
government had possessed no real information on the shipping 
conditions and had been forced to act blindly. 

The Progressives declared that the coastal laws should be 
repealed and the traffic thrown open to all vessel owners. The 
Liberals and the Conservatives, however, insisted that some 
degree of protection to Canadian shipping interests was neces- 
sary and that the laws should be suspended only on rare: occa- 
sions when they obviously were charging extravagant rates. 
The bill received the approval of the house of commons after a 
prolonged debate and was dispatched to the senate, where it is 
not expected there will be any criticism. 


HAND RAILS ON ENGINE CABS 


The Board of Railway Commissioners for Canada issued, 
July 9, an order affecting all Canadian railways except those 
carrying international traffic. The regulation provides that the 
companies shall equip the cabs of all locomotives of 100,000 
pounds and over with hand rails above the windows and, in 
various other places, to provide a ready grip for the crew. 


RAILWAY EMPLOYES ASK WAGE CUT 


The employees of the Canadian National Railways, not 
covered by wage agreements, have made an offer to the board 
of directors of railawys by which it is hoped the management 
will be able to add $5,500,000 to the credit columns when the 
year is finished. The proposal is that each married employee 
earning not less than $160 per month, and each single employee 
earning not less than $100 per month, should give up one day’s 
pay per month to reduce the operation costs of the system. 
The board of directors have not decided whether or not to accept 
this offer but it is expected that they will do so. The con- 
tributors under the scheme would include the president of the 
railway who would forfeit about $1,600 per year. 


CANADIAN FRUIT RATES 


An emergency application for a hearing has been sent to 
the board of railway commissioners by H. E. Tanner, manager 
of the Saanich Fruit Growers’ Association, on Vancouver Island, 
as a result of the refusal of the Canadian National Railways to 
continue the express rate on eastbound fruit given in 1923. 

Mr. Tanner, in his application, sets out the facts as follows: 
In 1923 the growers received an express rate from the Dominion 
Express Company over the Canadian Pacific railway of $2.40 
per 100 pounds for points as far east as Winnipeg, each car 
being charged for a minimum of 20,000 pounds. There was also 
a joint agreement under which the fruit could be shipped to the 
prairies over the C. P. R., and then distributed over the Canadian 
National lines at $3.20. It is this latter agreement which has 
been revoked with the result that the markets on the National 
lines have been practically cut off. The express charges under 
ordinary second class rates would be very nearly double the 
rate stipulated in the agreement. The board of railway com- 
missioners are to hear the case in the immediate future. 


CANADIAN BRANCH LINES 


The Kelowna branch line in British Columbia was approved 
by the Senate after a prolonged debate and at the present 
writing only one branch line bill out of the 26 which were sent 
to the Senate remains to be considered. This is the St. Remi 
branch in Quebec which is relatively unimportant since it is 
only a mile or two in length. 


CANADIAN CANAL TRAFFIC 


In June, 1924, traffic through the Canadian and United 
States canals, Sault Ste. Marie, showed a decrease in com- 
parison with the corresponding month in 1923. Wheat cargoes 
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fell off 3,140,293 bushels, though other grains showed a gain 
of 2,957,341 bushels. Iron ore shipments were less by 1,319,600 
tons and upbound shipments of coal were also reduced by 
1,324,774 tons. In this last instance the reduction amounts to 
44 per cent. 

The traffic for the same month registered at the Welland 
Canal showed an increase over the corresponding month of the 
previous year of 184,238 tons, or 35 per cent. While there was 
a decrease in such classifications as coal, oats, barley, pubp- 
wood, iron and steel and pig iron, there was a large increase 
in wheat, rye and bituminous coals. 

The St. Lawrence canals also showed a good increase on 
the same basis of comparison. 


CANADIAN SURCHARGE 


The rate of exchange on shipments of freight between 
Canada and the United States, July 15 to 31, is five-eighths of 
one per cent. There is no surcharge on international freight 
shipments in this period. The rate of surcharge on interna- 
tional passenger business is one per cent. 


TRAIN CONTROL BUREAU CREATED 


The Trafic World Washington Bureau 


A new bureau, to handle the train control and signal work 
of the Commission has been created, with E. H. DeGroot, Jr., 
as head thereof with the title of director. The new organization 
is to be known as the Bureau of Signals and Train Control 
Devices. It is to take over the work heretofore done by the 
section of signals and automatic train control devices of the 
Bureau of Safety. W.-H. Harland, who has been chief of the 
section, is to be inspector in the new bureau. Mr. DeGroot has 
been in charge of the signals and train control devices for 
several weeks, while continuing nominally as assistant director 
in the Bureau of Service. 

Mr. DeGroot, the head of the new bureau entered the 
service of the Commission in 1917, when he quit that of the 
Chicago & Eastern Illinois, while superintendent of transpor- 
tation. He began his railroad service in 1886, in the office 
of the general freight agent of the Burlington, as office boy, and 
continued in that kind of work until he became attached to the 
staff of the Commission. While the railroads were in the hands 
of the government he was in the operating department of the 
Railroad Administration. He returned to the Commission serv- 
ice, in June, 1920. 


TRAIN CONTROL CONFERENCE 


Representatives of practically all the railroads of the United 
States, as well as officials of manufacturing companies, will meet 
at Swampscott, Mass., on September 24 to discuss all available 
information on automatic control of trains. One day and evening 
will be devoted to the problems growing out of train control, 
and it is hoped that decisions will be reached which will assist 
the carriers in meeting the requirements of the Interstate Com- 
merce Commission. The conference is to be held under the di- 
rection of the Signal Division of the American Railway Associa- 
tion and will be the outstanding feature of the three day session. 
The program is being arranged by Chairman W. M. Vandersluis; 
W. M. Post, first vice-chairman; A. H. McKeen, second vice- 
chairman; and H. S. Balliet, secretary. 


DENY SHOPCRAFTS’ CLAIMS 


Suits brought against the Pennsylvania by System Federa- 
tion No. 90, of the shopcrafts organization, to have the wage 
increases and working condition decision of the Railroad Labor 
Board enforced have been dismissed by the United States Cir- 
cuit Court of Appeals. It was the opinion of the court that 
charges of conspiracy made against the carrier had not been 
proved. 

The claim of the shopcrafts federation was for $15,000,000 
back pay, due, it was claimed, under a decision of the Labor 
Board. The sum was based on the difference between the scale 
fixed in the national agreement made in the war period by the 
Railroad Administration and the scale paid by the company 
after the roads were returned to private ownership. The court’s 
decisions confirmed that of the federal district court, made 
several months ago, on the ground that the courts had no juris- 
diction under which they could enforce the decisions of the 
Railroad Labor Board. It is expected that the shopmen will 
take the case to the United States Supreme Court. 


N. Y. BARGE CANAL 


Physical and operating conditions on the New York State 
Barge Canal are now the worst in the experience of shippers, 
according to the New York Board of Trade & Transportation, 
which has called a conference to meet in Albany the latter part 
of this month or early in August to discuss means to remedy 
the situation. The meeting will be held under the auspices of 
the State Barge Canal Conference. Twenty-eight members of 
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the executive committee will assemble in Albany next Thurs. 
day to prepare the agenda and discuss other plans. 

Shipowners using the canal say that despite the fact that 
Col. Greene, State Superintendent of Public Works, early in the 
season promised to maintain a minimum depth of 12 feet the 
draught is not more than nine feet and is entirely insufficient 
for the vessels plying on the waterway. The result is that 
ships cannot be run fully loaded and profitable traffic is im- 
possible. 

Traffic between the Great Lakes and the seaboard can be 
expanded enormously if proper facilities are provided, said 
Frank S. Gardner, secretary of the N. Y. Board of Trade and 
also of the State Barge Canal Conference. 


CONSUMERS ASK RECONSIDERATION 


A. B. Pratt, traffic manager for the Northern States Power 
Company, Herman Mueller, traffic director for the St. Paul 
Association of Public and Business Affairs, and Lee Kuempel, 
acting manager of the Minneapolis Traffic Association, inter- 
veners in No. 14476, Northwestern Coal Dock Operators’ Asso- 
ciation, vs. Chicago & Aiton et al., known as the Lake Dock 
Coal case, have asked for reopening and further hearing, be- 
cause, as they have been informed and believe, the railroads 
propose to remove the undue prejudice against the dock oper- 
ators by increasing the rate on fine coal from southern Illinois 
to southeastern Minnesota by twenty-eight cents per ton. Mr. 
Pratt said that that increase, by reason of the necessity for 
observing the fourth section, would be reflected in the rates 
to Twin Cities and result in increasing the fuel cost of that 
utility and the cost of its products to the public. 

It is contended by the three interveners that the coal buy- 
ing public is entitled to show, by additional testimony, that 
the undue prejudice could be removed by lowering the rates 
from the docks, without violating the Commission’s decision 
in the Holmes & Hallowell case, and that their contention that 
the $1.82 rate, now in effect, could be brought down to $1.50 
without disregarding that decision, was sound. 

Mr. Pratt said that such an increase-from southern Illinois 
as proposed would destroy competition at the Twin Cities by 
excluding the southern Illinois fine coal from the Twin City 
market. He pointed out that when the marketing conditions 
were normal the competition from southern Illinois was not 
very effective, but it was competition nevertheless, by saying 
that from July 30, 1923, to June 30, 1924, the Northern States 
Power Company received 4,722 cars of fine coal, of which only 
51 cars came from Illinois. The fact that only that small 
amount of coal could move from Illinois, he said, indicated that 
it must have moved upon a very narrow margin even under the 
present rate adjustment, and it was reasonable to assume that 
had the proposed twenty-eight-cent increase been in effect, no 
Illinois coal would have moved to the Twin Cities in that period. 
He suggested that it was desirable to maintain a competitive 
relationship. He said that any change in rates should be by 
reductions and not by additions to the fuel bills of the north- 
west, far from a source of adequate fuel supply. 

Messrs. Mueller and Kuempel emphasized the fact that 
they represented consumers of coal and that the question of 
rates was vital to them. They said that throughout the case 
the complainants emphasized their disregard of the measure 
of the rate, being interested in the relationship. In discussing 
the bearing of the Holmes & Hallowell scale, they directed 
attention to the fact that the Minnesota scale, which was con- 
demned, did not carry its disparity to the Twin Cities, the 
state and interstate rates to them, they said, being the same. 
They said it was never claimed that the trouble-making Min- 
nesota scale, when applied to Twin Cities, ever created dis- 
crimination against any other locality in Minnesota and that 
the allegations of discrimination against points in the Dakotas 
were not based on or with reference to the Twin City rates, 
but solely on the fact that such rates to the Dakotas were 
relatively higher than the rates to the intermediate terriory 
in western Minnesota. 


SHORT LINE COMPENSATION 


A board of referees composed of Daniel W. Knowlton, 
George M. Curtis and John A. Emmart, in a report on com- 
pensation docket No. 113, has recommended to the President 
that he make compensation to the New Haven & Dunbar Rail- 
road Company in the sum of $13,895.18. The property of that 
company, the referees report, was taken over at the time all 
other railroads were seized by the government, and relinquished 
at the end of six months. Its railroad is a short line, about 
five miles long, in the Connellsville coal region. 

The Director-General, at the conclusion of the complain 
ant’s case, moved to dismiss the proceeding upon the authority 
of the decision of the court of claims in Marion & Rye Valley 
vs. United States. The referees denied the motion on the 
grounds set forth by them in the Wyandotte Terminal and 
other cases decided since the court of claims disposed of the 
Marion & Rye Valley. 
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INTRASTATE COMMERCE CASE 


The Trafic World Washington Bureau 


The question as to what constitutes intrastate commerce 
is likely to come to the Supreme Court of the United States 
py reason of a decision made by the North Carolina Corpora- 
tion Commission in a case on its docket entitled In re Rates 
on Fertilizer Materials and Other Commodities in the State 
of North Carolina. Broadly speaking, it decided that the At- 
lantic Coast Line and the Seaboard Air Line were in error 
when they applied interstate rates on fertilizer and other com- 
modities which had come into Wilmington by water and were 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as foilows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
¢ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il. 











WANTED—A man about thirty years old, as a freight rate ana- 
lyst. Must know the freight rate structure throughout the United 
States. Opportunity for advancement. State present occupation, ex- 
perience, salary expected and reference. Address Box 681, care Traf- 
fic World, Chicago, Ill. ’ 





POSITION WANTED—In traffic field, where good future is as- 
sured. Six years’ railroad experience. Familiar with rates. Refer- 
ences. Traffic course diploma. Age 35. Address ‘‘Competent,’’ care 
Traffic World, Chicago, Il. 





POSITION WANTED—Traffic Manager or Assistant, 7 years 
railroad—5 years industrial. Well versed in routes, rates, claims. 
Prefer CFA territory. Married. Age 35. Graduate of I. C. S. Ad- 
dress “E. N. H,’’ care Traffic World, Chicago, Ill. 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 


TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 

Centrally located to all jobbers and freight houses. Private siding 

Correspondence Solicited. 


100 Townsend St., SYRACUSE, N. Y. 


COLUMBUS 












MERCHANDISE WAREHOUSES 
Lecated best to serve as your warehouse. Pool car distribution—store deer delivery. 


heiiLlee COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 





TOLEDO 





MANSFIELD 


| aes Oe. ae Oe ie 


MANUFACTURERS WAREHOUSE C0. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


‘“‘Let Us Solve Your Distribution Problem” 
Centrally Located to All Railroads and Boat Lines 





Merchandise Storage and Pool Car 
GiowsadKon ces Distribution 


2,000 CAR LOAD 


CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
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and Pennsyloania FYOM the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 


road 








CHICAGO 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 










JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 


Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Petry Express & Storage Co. Inc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 








Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


ALBANY, N. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 


with rail connection, U. S. Port of Entry. 
Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Concrete Construction. 
Absolutely Fireproof. Sprinkler Risk. 
Lowest Warehouse Insurance Rate in State. 
Track Capacity, 25 Cars. 

Latest and Best Equipment for Handling. 


General Merchandise Storage 


Cartage Facilities. 
High Grade ccien Guaranteed. 
Negotiable Warehouse Receipts Issued. 
Pool Car Distribution. 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 
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later distributed from that port to points within the state. In 
disposing of the case the North Carolina commission said: 


Dealers in Wilmington have the right to import commerce and 
the sale and distribution of it within this state from that city is sub- 
ject to the laws of this state, and the question of whether this is 
done in good faith cannot be determined by the distance it may 
be hauled from the water front, or by whom hauled, or where it 
is stored, or by the duration of time intervening between the arrival 
and the reshipment of the commerce. If there is any question of the 
bona fide sale of this commerce at Wilmington, these incidents might 
have bearing on that question. We do not understand there is such 
a question. If there is an actual termination of the inbound ship- 
ment at Wilmington, and if it is in good faith sold at Wilmington 
and reshipped to, or upon order of, another purchaser in this state, 
we cannot follow the refinement of reasoning that would attach an 
interstate or foreign character to such independent movement from 
Wilmington to a point in this state. Until we receive contrary in- 
struction from final authority, based upon a consideration of the precise 
circumstances of movement, sale and resale, involved and incident to 
the distribution of this traffic, we are compelled to conclude that 
the foreign character of this commerce terminates with delivery of 
this traffic in good faith at Washington, and that a subsequent re- 
shipment or distribution in small lots, after resale, to destinations 
in this state, is commerce within the state. 


The carriers took the case to a special commerce court 
composed of Judges Connor, Groner and Woods. The three- 
judge court issued a temporary injunction, which it has dis- 
solved. Hearing on the merits is to be had on August 28. 
The carriers are applying the rates made by the state com- 
mission, but have indicated their intention to carry the case 
to the highest court for a determination. 


MOTOR VEHICLE TAXES 


The United States department of agriculture, in a statement, 
has the following to say about the contributions made by the 
owners of motor vehicles, for the support of highways: 


An analysis of the various sources of highway funds since 1914 
made by the Bureau of Public Roads of the United States Depart- 
ment of Agriculture shows that there is a marked tendency to collect 
a larger proportion of highway funds from the owners and users 
of motor vehicles. In 1914, out of a total highway income of 
$240,262,784, the collections from motor vehicles amounted to 
$12,382,031, or 5.1 per cent of the total. In 1921, seven years later, 
the motor vehicle owners and operators paid $118,942,706 in motor 
vehicle fees and $3,685,460 in gasoline taxes which together equaled 
10.6 per cent of the total income for highway purposes. A _ similar 
compilation of payments made by owners and operators of motor 
vehicles for licenses and permits in 1923 shows a total contribution 
on their part of $188,970,992. In the same year gasoline taxes levied 
by 35 States amounted to $36,813,939. The motor vehicles, accord- 
ingly, contributed a total of $225,784,931, or 19.5 per cent of the entire 
1923 highway income. In the six New England States this con- 
tribution is 25.1 per cent. This increase is accounted for by the 
increase in the total number of vehicles registered and in the 
change in the average payment per vehicle, which has risen from 
$11.70 in 1921 to $15 per vehicle in 1923. P ; 

A very substantial part of the total highway income, 38.1 per 
cent, was derived from the sale of bonds, both State and local. 
General property taxes contributed less than half the highway 
income, or 44.4 per cent. This means, worked out in another way, 
that of every dollar collected by the States, counties, cities, town- 
ships, and other taxing districts, only 12.4 cents was used for highway 
purposes. The average annual expenditure per person per mile of 
road all over the United States is only 0,0054 cent—1 cent for each 
200 miles of road. This ranges from 0.0015 cent in the west North 
Central States to 0.0101 cent per person per mile in the Pacific 
States. 


ADVANCED TRAFFIC BY MAIL 


The College of Advanced Traffic, of Chicago, will shortly 
announce its entrance into the field of traffic instruction by 
mail. This institution, which hitherto has conducted only resi- 
dent classes, specializing in advanced instruction to men 
already engaged in the work, has met with considerable suc- 
cess in the something more than a year in which it has been 
in existence. Among its present 289 students may be found 
the traffic managers, assistant traffic managers and rate clerks 
of a number of industries and railroads. 

Although it was not the intention of the founders of the 
school to do anything but conduct residence classes, and, al- 
though numerous requests for the dissemination of its courses 
by mail, which resulted from announcements in The Traffic 
World and other papers, were resisted, it is stated that the 
continued receipt of letters urging that that be done has re- 
sulted in the impending effort to furnish, as nearly as possible, 
residence instruction by mail. 

Speaking of this new development in his college, George 
A. Rautenberg, president, said: 


More than three hundred letters have been received by us since 
the opening of our school, asking us either to open residence classes 
in a number of cities or to make available our course by mail. The 
first was impossible, and we hesitated about the latter because of the 
fact that we had no desire to furnish mail instruction that would be 
in any way inferior to that given to residence students. We have 
finally developed a plan, however, that makes it possible to furnish 
identical instruction to both classes of students. In fact, our instruc- 
tion papers and the lectures accompanying them will be so arranged 
that it will be possible, for instance, for a mail student who has com- 
pleted lesson fourteen in a certain semester to come to Chicago and 
attend the resident class for lesson fifteen. 

Our plan contemplates instruction by actual practice. Instead of 
text-books on tariff interpretation, we shall furnish a selection of 
tariffs, including a copy of the consolidated classification, to each 
student. Maps, commission documents, and other practical traffic 
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tools, together with instructions as to how to usé them, will also 
be furnished. The advanced course will include the preparing of 
exhibits for cases before the Commission, the outlining of arguments 
and the writing of briefs. 


Associated with Mr. Rautenberg, who was formerly traflic 
councillor and acting director for the La Salle Extension Uni- 
versity, and traffic manager for several industries, are C. M., 
Starks, president of the Wisocnsin Traffic League; James Q. 
Maguire, formerly traffic manager for the Hardwood Lumber 
Manufacturers’ Association; and R. M. Aucoin. 

The course is divided into four semesters, of which the 
first two, being more or less fundamental in nature, may be 


omitted if the prospective student can pass a suitable exam- 
ination. 


AIR SERVICE EXTENDED 


Postmaster-General New has announced that, answering 
demands from all parts of the country, registered articles, con- 
taining non-negotiable securities and certain commercial papers, 
will hereafter be acceptable for transportation by airplane serv- 
ice. The postal regulations will be so amended to permit the 
transportation of such securities by airplane mail in the future. 

Commercial papers will be accepted for transportation by 
air mail which is not made payable to bearer or is not indorsed 
or, if indorsed, is not indorsed in blank without regard to 
the value involved. 

Coin and currency in large amounts, negotiable securities 
and commercial paper in large amounts which may easily be 
negotiated or readily realized upon by other than the rightful 
owners will not, however, be accepted for registration and 
transmission by airplane service. 

The original registration receipts and mailing office regis- 
tration records of articles accepted for registration for trans- 
mission by airplané service must be indorsed “via air mail.” 
Postmasters will be called upon to report separately the num- 
ber of registered articles accepted for transmission by airplane 
service, domestic and international. ; 

When special airplane stamps are not used to prepay the 
airplane postage, the address side of the article must be plainly 
marked “via air mail.” 

“There has been a great demand for the transmission of 
all kinds of securities by airplane,” said the Postmaster-General. 
“But the Department cannot undertake to assume such re- 
sponsibility. Something might happen to the flyer or the air- 
plane or both which would result in the destruction or loss of 
the securities accepted for transmission by air mail. It is not 
the intention of the Department, therefore, to transmit by air 
mail service any securities which are negotiable on demand 
and which cannot be duplicated. Losses sustained by the gov- 
ernment in this way might impair the future usefulness of the 
air mail service. Only non-negotiable securities will be ac- 
cepted for transmission by air mail.” 


SAND AND GRAVEL RATES 


Rates were attacked and reparation sought on about 190 
cars of sand and gravel moving from pits, about 24 miles from 
Attica, Ind., to Attica, between December, 1920, and December, 
1921, in the hearing on Docket 11894, Standish & Allen, con- 
tractors, vs. the Wabash, before Examiner Gault, at Chicago, 
July 14. The amount of reparation sought was about $1,000. 

The original complaint was laid before the Public Service 
Commission of Indiana nearly two years ago, and that body 
ordered reparation to be paid on 44 cars that moved prior to 
the federal injunction period. The present complaint was 
brought before the Interstate Commerce Commission in order 
that the remainder of the original 232 cars might be ruled on. 

Seymour Standish, for the complainant, testified as to the 
payment and bearing of all freight charges and said that 
money was lost on a contract, involving the shipments in 
question, because of increases in the freight rate, from 22 to 
28 cents, between December, 1920, and December, 1921. He 
said that the increases were not expected and that decreases 
were looked for at the time. 

W. F. Coyne, of the Midwest Traffic Bureau, for the com- 
plainant, explained the increased rates in detail and entered 
copies of exhibits given to the Indiana commission at the pre- 
vious hearing, together with copies of the complaint and order 
in the state case. 

F. A. Barber, assistant general freight agent of the Wa- 
bash, reviewed the circumstances of the movement and con- 
tended that it would be unfair to order general rates now that 
were below the level of rates prevalent at the time. He gave 
it as his opinion that the transportation act encouraged the 
earning of not more than 6 per cent by the roads on their 
investments, and pointed out that the Wabash had earned no 
more than 2.85 per cent in the last three years. He said he 
felt that no order should be issued to cut the earnings any 
further, nor that would have the effect of causing the traffic 
to bear less than its share of the burden of expense, which has 


been fixed as the result of the Commission’s orders in several 
cases. 
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PORT OF HOUSTON 


‘‘Where Seventeen Railroads Meet the Sea’’ 
THE DISTRIBUTING AND EXPORT CENTER OF THE SOUTHWEST 


Houston, First Heard of as a Port Only a Few Years Ago, Has Made Wonderful Progress. These Statis- 











tics Tell the Story: 
ARRIVALS AND DEPARTURES OF SHIPS EXPORT COTTON 

YEAR 1919—Number ships.............. 310 SEASON 1919-1920............. 69,839 bales 
YEAR 1920—Number ships.............. 425 SEASON 1920-1921............. 466,185 bales 
YEAR 1921—Number ships.............. 744 SEASON 1921-1922............. 478,141 bales 
YEAR 1922—Number ships.............. 1,006 SEASON 1922-1928............. 719,942 bales 
YEAR 1923—Number ships.............. 1,400 AUG. 1 to MAY 31, 1928......... 1,044,707 bales 
YEAR 1924—(5 months)................. 714 

IMPORTS, EXPORTS AND COASTWISE STATISTICS 
pi ee ee eee 446,685 I ode tint ik vive eckow bedi miorannliartons $ 63,564,825 
YEAR 1900—TOMS.. . 2... c cc ccccvcccs 714,621 I Thales akcat een kA dt winked ema ae Be 72,967,244 
VERA BOI —-TOMB. . 0... cc cccecccicn 1,395,438 a i: cig dest wines eee eee. were 73,877,335 
pi) a ree eee 2,027,927 EE. ean tit Hide Ae Kanllow sa reed 136,959,620 
be eee 3,149,196 EE aku aan Woks Shiu be an medbee 215,109,522 
YEAR 1924—(5 months)............. 2,010,456 EE” apace wh oe 004 ae eek wk odes 75,651,383 


Have you received a copy of “Port Houston Booklet?” If not, send for one at once. Address the 


DIRECTOR OF THE PORT, 5TH FLOOR, COUNTY COURT HOUSE, HOUSTON, TEXAS 





MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 





STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 





Mr. Manufacturer:-* ou Wot chousing and distribution 


“problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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Personal Notes | 





Edward Hart, Jr., has been appointed assistant freight 
traffic manager of the Baltimore & Ohio at Chicago. «J. D. 
Marney has been made assistant freight traffic manager at 
St. Louis. G. Murray Campbell has been appointed traveling 
industrial agent at Pittsburgh. W. F. Bollman has been made 
division freight agent at Chillicothe, O. C. H. Pumphrey: has 
been made assistant general freight agent at Louisville. F. T. 
Sturtevant has been appointed division freight agent at Akron, 
O., and C. M. Groniger, division freight agent at Springfield, II. 

John R. Hodges has been appointed commercial agent of 
the Transmarine Lines at Dallas, Tex. 

C. W. Lamb has been made traveling freight agent of the 
Illinois Central at Houston, Tex., and R. F. W. Shearer has 
been appointed traveling freight agent at Dallas, Tex. 

John J. Koch has been appointed traffic manager of the 
central region of the Pennsylvania at Pittsburgh. J. C. Ven- 
ning has been made coal traffic manager at Pittsburgh, and W. c. 
Glynn has been made freight traffic manager at the same point. 

W. W. Somerville has been appointed general agent of the 
Louisiana & Arkansas and the Mississippi Central at Dallas, 
Tex. 

Walter Randall has been made commercial agent of the 
Chicago & Alton at Cincinnati. C. E. Norris has been appointed 
general agent, traffic department, at Kansas City. Barth Riedy 
has been appointed general. agent at Indianapolis, and F. A. 
Olson, traffic agent at Peoria, Ill. 

The Consolidated Paper Company has purchased three and 
one-half acres of ground and a building at Glenfield, Pa., a 
suburb of Pittsburgh. This will be used for manufacturing of 
corrugated paper boxes. It is expected that the plant will be in 
operation inside of ninety days. James F. Jones will be local 
manager. 

Charles Patton has been appointed general agent of the 
Erie at Atlanta, Ga. John W. Norton has been made com- 
mercial agent at St. Louis. 

E. T. Hackney has been appointed a member of the Kansas 
Public Utilities Commission, succeeding Clyde M. Reed, who 
is a candidate for the nomination for governor of Kansas on 
the Republican ticket. 

Lee Dennis, chairman of the Montana commission, has an- 
nounced his candidacy for the Republican nomination for gov- 
ernor of Montana. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of St. Paul and the Minneapolis 
Traffic Club played the second baseball game of an inter-city 
series at Minneapolis July 12. 
annual golf tournament at the Southview Country Club July 26. 





The Traffic Club of New York will hold a golf outing at 
the Shackamaxon Country Club, Westfield, N. J., July 22. 





The Traffic Club of Memphis will hold its annual barbecue 
at Carrigan’s Farm August 2. A program of sports and enter- 
tainment, including professional wrestling and boxing matches, 
has been arranged. 





The Pensacola Traffic and Transportation Club is the new 
name of the traffic men’s organization of Pensacola, Fla., hith- 
erto known as the Pensacola Traffic Club. Officers are: Pres- 
ident, A. L. Reinschmidt; secretary, P. W. Reed. 





The York Traffic Club will hold its annual outing at Elm 
Beach, Conewago Creek, Pa., July 26. A baseball game be- 
tween railroad and industrial members of the club is scheduled, 
as well as a program of other sports. 





The Cincinnati Traffic Club will hold its annual outing at 
Cody’s Farm August 9. Indoor and outdoor sports of every 
sort are planned. It will be a stag affair. 

The Stark County (O.) Traffic Club will hold its annual 
outing at Turkey Foot Lake, near Barberton, O., August 14. 





The Traffic Club of Kansas City will hold its annual basket 
picnic at the Ivanhoe Country Club August 14. Athletic events 
and drawing contents have been arranged. Dancing will fol- 
low dinner at 6:30 p. m. 


EXPRESS PROPOSAL WITHDRAWN 


The following communication has been sent to its members 
by the National Industrial Traffic League: 


Please refer to circular No. 667 of June 13, 1924, announcing 
proposed changes in the express classification as ‘indicated in 
Express Classification Docket No. 5. 


TRAFFIC WORLD Vol. 


The St. Paul Club will hold its’ 





XXXIV, No. 3 


We have just received a communication from H. M. Freer, the 
Chairman of our Committee on Express and Parcel Post, announcing 
that he has received advice from Geo. S. Lee, Traffic Manager of 
the American Railway Express Company, New York City, that 
because of the serious objections on the: part of many shippers to 
the proposed change in Classification Rule No. 12, it is his intention 
to re the proposed amendment, and let the rule stand as at 
present, 


We also are advised that the Southeastern Express Company 
likewise will withdraw the proposed rule. 


MIDWEST ADVISORY BOARD 


Warning of a growth of traffic to take place this fall was 
given by W. D. Beck, district manager, and M. J. Gormley, 
chairman of the car service division of the A. R. A., at the 
third meeting of the Midwest Shippers’ Regional Advisory Board 
at the Hotel La Salle, Chicago, July 15. Mr. Gormley empha. 
sized the point that studies of shipping conditions made by 
the car service division indicated that shipments of coal and 
coke, cement, and some grains would be unusually heavy in 
the autumn months. He said the coal and coke production 
had been so much below previous years that those commodities 
were bound to move in extraordinarily heavy volume. 

His view appeared to be upheld when the report of the 
commodity committee on coal and coke was received. It was 
shown that production so far this year had been the lowest 
since 1916. Out of 372 mines in the Midwest district, 178 were 
closed. The committee reported that the three causes of this 
condition were that, in April, there was an unusually large 
amount of coal in storage; that wages were out of line with 
coal prices; and that freight rates in the Illinois-Indiana area 
were out of line with rates in the East. 

Other commodity committee reports showed that conditions 
in industry and commerce generally continued, to a certain 
extent, depressed, but were slightly improved over the earlier 
part of the year. Prospects were for recovery in the fall to 
an almost normal level. Some of the outstanding reports were 
made by the cement, the corn products, the automobile, the 
furniture, and the packing-house products committees. 

The cement industry is running, in shipments, from 6 to 
20 per cent less than last year, but is anticipating a peak move- 
ment in September. At present, the car supply is plentiful. 
Corn products plants are operating at about 65 per cent of 
capacity. The tonnage produced is about 65 per cent below 
that of last year, but an increase is looked for, until the plants 
will be on a basis of 80 per cent of the previous year’s pro- 
duction. The automobile committee reported that shipments 
fell below what was expected when the committee reported the 
car requirements at the May meeting. At present, however, 
it was reported that the industry would.require about 5,000 
cars by September. Furniture conditions are improving and 
the car supply for the industry is plentiful. The packing-house 
products committee reported an adequate supply of cars, but 
warned that it was possible there might be a shortage of re 
frigerators in September and October. 

Mr. Beck reported that committees had been formed to fa: 
cilitate the unloading, loading, and release: of refrigerators at 
terminals in Chicago, Milwaukee, Peoria, Evansville, Ind., and 
Des Moines. A central or sort of supervisory committee will 
function at Chicago. The railroads will report regularly to the 
local committees all refrigerator cars delayed 72 hours or 
more. The general committee will receive a weekly report. 
The local committees, on being notified, will take such steps 
as they think necessary to expedite the release of the cars. 


Making a report of general transportation conditions, Mr. 
Gormley said that loading since January had declined about 
600,000 cars from the figures for a similar period in 1923. He 
said that most of the decrease was due to a slump in coal 
movement. He said that there were now on hand 356,000 sur- 
plus cars, but all of these would be needed, and more, when 
the peak traffic arrived, if cars were not unloaded and released 
promptly. He expressed his desire and that of all railroad men 
to have the freight traffic distributed more evenly over the 
year. He said that, while it, perhaps, was not possible to 
have it so now, it was hoped that, by education of the shippers 
to see the advantages of a regular movement, transportation 
conditions would be further improved and an adequate supply 
of cars would be always on hand. 


The board voted to reduce the number of meetings from 
six to four a year. The next meeting will be held at Chicago, 
October 15. 


CARRIER ACCOUNTING RULE 


The Commission, July 15, promulgated an amendment and 
revision of section 19 of the special instructions to carriers 
in the classification of operating revenues and operating ex 
penses of steam roads, issue of 1914, as prescribed by the 
Commission April 26, 1921, in so far as carriers that adopt 
a budget of expenditures for maintenance of fixed improvements 
or equipment are concerned. The modification and revision 
relates back to January 1, 1924. 
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President Grant—One of the five s‘ster ships—showing cargo handling fac'l ties 
especially designed for rapid handling from lighters on both s:des of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 





a. i. =e July 31 
PRESIDENT MADISON .................... Aug. 12 
PRESIDENT McKINLEY................... Aug. 24 
PRESIDENT JACKSON ..... 2. .ccccecccece Sept. 5 
PRESIDENT JEFFERSON .................. Sept. 17 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


. i Tear ey ner July 24 
WHEATLAND MONTANA................... July 27 
sind) danas she eetehisuekidiassnekah Aug. 14 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phene 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—429 Pacific Electric Building. 

Portland—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 


















L. L. BATES, General Freight Agent, Seattle, Wash. 


U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 


ADMIRALORENTAL NF 
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Joint Service With 


Hambarg-American Line 


NEW YORK TO HAMBURG 


*RELIANCE ........... July 22 *DEUTSCHLAND .....Aug. 9 
*ALBERT BALLIN ....July 26 {CLEVELAND ........ Aug. 16 
il! ee Aug. 2 *RELIANCE .......... Aug. 19 
*RESOLUTE .......... Aug. 


¢Cabin and 3rd Class Passengers. *ist, 2nd and $rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 
BOSTON TO BREMEN AND HAMBURG 
EMDEN (via Phila., Baltimore & Hampton Roads)........ July 24 


PHILADELPHIA TO BREMEN AND HAMBURG 


EMDEN (via Baltimore & Hampton Roads)..............-- July 29 
AMASSIA (via Baltimore & Hampton Roads)............. Aug. 14 


BALTIMORE TO BREMEN AND HAMBURG 
BE CORR. THRONE TORE) o.oo ccccccccccccicccceseceess Aug. 4 
AMASSIA (via Hampton Roads)..............sceeeceeves Aug. 20 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 


HAMBURG 
I DIY © 5c. giaeaisvacwlajescimrarereaisie wate etme we eee July 21 
DEE in 5.6) .c wecio sw ewiewsaeeUeindeswee eas <-scle pew a Oarnete Aug. 8 
EEE (5k. 3) es Kio Soe as wenn swace teenies ene amaasin Aug. 23 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 





From From From 

Baltimore New York Savannah 

on ES SC Ae Ee eae July 19 July 23 
MOUNT CLINTON ....... July 26 eee —ti«C CMe gig 
MOUNT CARROLL ...... Aug. 5 Aug. 9 Aug. 13 
EASTERN KNIGHT ...... Aug. 16 ae =—té«(“(tié‘C WW 
. eRe eee Aug. 26 Aug. 30 Sept. 3 

















Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 





Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 
of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 









CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 

595506 06s 0506506 S60 0b Fee cH HE ome Hearst Tower Bldg. 

SE sn. cinrsre:s oibieccecuiag eo. aatis 4128 Jenkins Arcade Bldg. 

I sank as sci a:na-aiow oie vas. eiow'e ¥oienie 201 Mitchell Bidg. 

og. ee ere ee 230 California St. 



















eg aod 5610's sca 0 0S 60 Ce eicweweueee Ve Ue weeeeeed John M. Born 
Ea hibit a ain-becs sled ae a lg Vows oul nee bine C. H. Sprague & Son 
re Los Angeles 8.8. Co. 
I oie v.00 0 010.600.0904: 40 cme eae aie sin Richard Meyer Co. 
ST sia o'x 00.50.00 60.64 90 66.00% Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA. ..........ccccese Dichmann, Wright & Pugh, Inc. 
Sc bidecccccsicceeceveceeee Columbia Pacific Shipping Co. 


Sudden & Christensen 
Sudden & Christensen 

eS Pn ee M. J. Hogan & Co. 
yo RE Te et ee eT Te Sudden & Christensen 
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Freight Routing 


Fifteenth of a Series of Twenty-six Articles On This Subject, Written for The Traffic World 
By J. D. Collier 


In previous articles we have discussed the possibility of 
obtaining better service and cheaper rates through a thorough 
understanding of transportation, coupled with the co-operation 
of the entire organization. The most effective results can only 
be obtained when this is done. It is not proper for anyone to 
criticize existing service or rates of the carrier or to attempt 
to have them changed or lowered, unless full advantage is 
taken of the present facilities and possibilities of saving. 

We must consider and recognize that our present trans- 
portation conditions, rules, regulations and rates are the result 
of many years of study and growth. Therefore, their discrep- 
ancies should be considered only after grave consideration. It 
is only a fair question to ask many concerns doing a large 
volume business and whose executives constantly complain of 
the carrier’s rules, regulations and rates, if they themselves 
could function as well if their individual activity were as con- 
stantly harassed by conflicting and voluminous legislation and 
if their customers had the inside knowledge and voice in their 
business that they themselves have with respect to the trans- 
portation companies. Further, have they in their employ, as 
the head of their transportation activities, high-grade men with 
whom they cooperate to the fullest possible extent? 

The president of a large company, who was complaining 
of the advantage of a competitor, was recently asked if he was 
in the habit of seeking the advice of his transportation de- 
partment before locating a certain branch over which the com- 
petitor had considerable rate and time advantage. The answer 
was to the effect that he considered him only a clerk, handling 
claims and tracers; he had not the standing in the organiza- 
tion to be consulted on such an important matter. He further 
explained that, in his business, he hardly required the service 
of a high-grade man, owing to the nature of the business. The 
explanation given this executive relative to the condition com- 
plained of was that it was not a discrimination, per se, but 
was the direct result of not taking the traffic problem seriously 
or giving his traffic manager the opportunity to furnish a com- 
plete analysis before the location was selected, or was the re- 
sult of not having a man big enough on the job to furnish this 
information. 

We have considered the advantages of forwarding bulk 
cars to strategic break bulk points serving a defined territory, 
as indicated by the freight rate adjustment. This, perhaps, is 
the first step in a sales promotion and should be carefully 
studied so that this advantage may be taken when the volume 
of sales justifies the movement. We have also considered the 
possibility of spot stock, which has the added advantage of 
saving time in transit as well as freight rates, consistent with 


point of origin, carload and less-than-carload rate on the com- 
modity itself. 


The first reaction of many concerns to these suggestions 
is that they do not have sufficient volume in any one territory 
to enable them to take advantage of these transportation fa- 
cilities. It is obvious that proper results can be obtained 
through these two methods only by full co-operation of the 
entire organization. However, in many instances, the remark 
is justified, as it would not be possible to hold shipments a 
sufficient length of time to accumulate a carload. It is also 
possible that the turnover would not justify a spot stock. 
However, the possibilities of transportation do not end here. 
If, though co-operation in the individual concern, these advan- 
tages are impossible to obtain, a co-operation of various con- 
cerns in the same city or locality might result in these ad- 
vantages for each of the concerns offering its tonnage, so that 
the cars could be forwarded more frequently and justify the 
movement of carload shipments. 

In this article we shall not discuss the forwarding com- 


panies, but will consider only the possibility of allied industries 
co-operating with each other and shipping commodities in car- 
loads in accordance with the classification and the rules and 
regulations permitting the mixture of their various commodities. 
The co-operation of various concerns in a thing of this kind 
is not unknown and, in fact, in some lines, is highly successful, 
especially in the so-called furniture lines, as covered by the 
classification. Many large furniture producing centers, through 
the co-operation of the various manufacturers, have analyzed 
the possibilities and, recognizing the many advantages, have 
taken active steps, with the result that the furniture from some 
of the largest producing points moves, to a great extent, in 
carload lots. This is true particularly in Rockford, IIll., Chi- 
cago, Ill., and Grand Rapids, Mich.; these three cties, acting 


in a spirit of co-operation, have perfected a forwarding plan 
well nigh perfect. 


The methods with which these results are obtained are 
slightly different at various points. In Rockford the matter is 
handled by the chamber of commerce; in Chicago this activity 
is operated by an outside company for the benefit of the manu. 
facturers; in Grand Rapids they have established their own 
consolidating warehouse and loading dock, with a high-grade 
man in charge. Regardless of the actual method, the results 
obtained are of great advantage, both in saving in rates, time 
in transit, and, particularly on this commodity, the elimination 
of danger. These forwarding centers also co-operate with each 
other, as it frequently happens that one of these cities has 
sufficient tonnage to justify a car to some point where the 
others do not. Consequently, carload shipments are forwarded 
to this consolidating point to be added to their tonnage when 
destined to points where the volume from actual points of origin 
would not justify a through car, at least within a reasonable 
length of time. 

In order to obtain these results, it is necessary that all 
trade jealousies be laid aside and that a complete analyisis 
of the tonnage, weight of shipment, and destination be made. 
If all concerns interested would furnish this information for 
the average year to a non-interested party, the tonnage totaled 
according to territorial destination and weight, the result would 
indicate that, through a cooperative effort, a large percentage 
of these shipments could have been forwarded in carload lots. 
Many concerns, however, do not think it sufficiently important 
to keep such data, at least according to weights. Many com- 
panies can furnish the information relative to the value of the 
shipments, but do not deem it sufficiently important to make 
a similar analysis of their traffic conditions so as to keep the 
same information by weights. An analysis of this kind would 
readily indicate, if the business in the future followed along 
the same general lines as in the past, whether or not such a 
forwarding plan would be justified. An analysis, then, of the 
rates on the less-than-carload shipments, the time in transit to 
various destinations, also the claim loss per hundred pounds 
as compared to the carload rate from point of origin to break 
bulk destination, plus the less-than-carload rate beyond, would 
indicate the full advantages of this plan if it were carried out. 

No doubt further information relative to the formulation 
of such a system could be obtained from any of the com- 
panies participating in it at any of the large centers. To illus- 
trate: From a given point the less-than-carload rate on furni- 
ture, first class, is $1.58144 per hundred pounds, whereas the 
carload rate to the same point is 8714 cents per hundred pounds. 
It is evident that the saving then would be 71 cents per hun- 
dred pounds through the consolidation of these shipments, and 
it is reasonable to suppose that the cost of consolidating at 
point of origin and breaking bulk of the pool car would not be 
more than 30 cents per hundred pounds. The percentage of 
claim on carload shipments of furniture, as well as many other 
articles, is considerably less than on less than carloads. The 
figures on furniture have been compiled and a careful study of 
these figures will furnish a surprise to the average manufac- 
turer; and whether or not there is a rate saving, the satisfac- 
tion of delivering to customer in good condition would alone 
warrant considerable expense in perfecting a plan of this nature. 

In the example previously mentioned we have taken an 
article of furniture at first class. Many articles of furniture 
are rated higher than first class. If the article were rated at 
one and one-half times first class, the less-than-carload rate 
would be $2.38, or a net saving of $1.21 per hundred pounds. 
The average manufacturer also should keep close touch with 
his claim account and should at all times have actual figures 
showing the relationship of his claims to his sales, as well as 
to his tonnage. The loss in claims is an additional cost of 
transportation and should be watched closely. Perhaps no other 
method could be devised that would make a greater claim 
saving than the consolidation of the shipments in carolads. 

In addition to the many actual and recognized advantages 
of co-operative forwarding, there is the additional educational 
advantage when this activity is ‘supervised under one head, 
and that is the thorough knowledge of the rate adjustments 
of the particular market as compared to other markets, and 
also the possibility of more fully understanding the various 
reasons for the difference in classification on the various com- 
modities. When any commodity is centralized in this manner 
under one head, it is possible more fully to understand condi- 
tions surrounding the transportation of this article, and, in 


consequence, a full understanding results in a much more in- 


telligent consideration of any discrepancies existing either in 
the rate structure or the classification. With this understand: 
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=) Space and Service 


Our location in the center of the industrial district 
of Los Angeles enables us to give you the most 
economical and efficient service in every way. 





We are operating 400,000 square feet of storage 
space and we guarantee satisfaction. 


LOS ANGELES WAREHOUSE CO. 


316 Commercial Street Phone Trinity 9431 
LOS ANGELES, CALIFORNIA 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Qffice: 
92 State Street 
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A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 


SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 


ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


A. T. & S. F. Ry. 
A 


G. T. Ry. 
I. Cc. R. R 
Penna. Railroad 
M. St. P. & S. Ste. M. Ry. (Soo Line) 
Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 


Chicago rates apply to and from all industries. 

Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,00® pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 


INDIANAPOLIS, IND. 


Ship Your 
Cars to 


INDIANA’S 
LEADING 
WAREHOUSE 


MADISON MILWAUKEE GRAND RAPID 
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ing, in the event discrepancies exist, they are much more 
easily overcome. It is not necessary for the individual fac- 
tories to understand the entire situation, but to be particularly 
well informed on their own commodities. With this informa- 
tion, a centralized traffic department in connection with the 
forwarding company can more intelligently work out changes 
or arrange for the development of transportation rules to the 
benefit of the particular industry. In other words, the “*cen- 
tralization of a large activity of this kind results in the fact 
that the man handling it knows what he is talking about when 
he criticizes the rules, regulations, or rates of the carriers, his 
requests for changes are more intelligent, and, in consequence, 
there is a greater possibility of success in eliminating dis- 
crepancies. 

A further extension of this plan has been made at several 
points, due to the fact that at certain individual points there 
are exceptionally large buyers. When this situation occurs it 
is possible for the various factories at point of origin to load 
what is known as straight cars or dealers’ cars—that is, a 
consolidated car from point of origin from the various factories 
consigned to a certain dealer at one destination. 

; As a trade stimulant, the consolidated car is, no doubt, a 
vital factor. After a careful analysis it is possible to determine 
with a great degree of accuracy just how often cars will be 
forwarded. If this is done the customers at destination will 
co-operate and send in their repeat orders, knowing that these 
cars will be forwarded regularly, and, having a general idea 
as to how often they will be forwarded, will be more familiar 
with the service which they can expect from the factory. It 
has the advantage “over the method of having the salesman 
consolidate cars in this way, for, if the salesman covering a 
territory consolidates the cars and gets his orders on the 
strength of his obtaining sufficient orders in that territory to 
make a Car, no repeat orders will follow until he again arrives 
in the territory and obtains orders ‘sufficient to make a carload. 

If the activity is determined at point of origin and the 
frequency of these cars practically determined over a length 
of time, the customer will feel free at any time to send in 
his repeat orders, knowing that they will be taken care of in 
carload lots, regardless of the fact that the salesman did not 
take the order or did not assure him that they would be for- 
warded in carloads. While this plan has been practically per- 
fected by the furniture trade, it should not be overlooked by 
manufacturers of other commodities; no doubt the same ad- 


vantage that accrues to the furniture trade could be extended 
to several others. 


The analysis of the commodities that might benefit through 
such a co-operative plan would be a valuable activity of many 
chambers of commerce. It has been considered, to the writer’s 
knowledge, by two of them and if the manufacturers would 
co-operate with the association they could obtain a great ad- 
vantage. On a certain commodity which the writer has in 
mind, at the present time there is no carload rate. If the 
ciassification committee were to be approached for a carload 
rating I doubt very much whether they could be furnished with 
any evidence that a carload had ever been made, but if the 
combined L. C. L. tonnage of the various shippers from point 
of origin to the various destinations were compiled, there is 
no doubt but that the carload rate would receive considerable 
consideration, which would then make possible the many ad- 
vantages of consolidation, adhering to the manufacturers in 
the originating territory. In this instance the manufacturers, 
without this particular survey, are continually complaining of 
the rate adjustment of the factories located more closely to 
the consuming territory. It is not necessarily a disadvantage 
in rates, but is a disadvantage of location which should not be 
corrected in the rates themselves, but by proper presentation 
of the facts of classification would permit to a certain extent 
a relief through the possibilities of consolidation. 


The many advantages of car consolidation have been greatly 
overlooked by the various shippers themselves, and for that 
reason others more active have built large successful and reli- 
able businesses, based on consolidating shipments for various 
concerns. This phase will be treated in the next article. 





NEW LOCATION APPROVED 


The Commission, by means of a supplemental report in 
finance docket No. 3410, has authorized the Southern to re- 
locate what is known as the Lonsdale cut-off, from the line 
authorized in the original report, 86 I. C. C., 435, which line 
is within the corporate limits of Knoxville, Tenn., and place the 
cut-off outside of the city, about four miles north of the location 
first ghosen. The cut-off, as first located, would have crossed 
twenty six streets in Knoxville. These crossings would have 
run the cost up over the estimate of $875,000. The new line, it 
has been estimated, can be built ai a cost of $669.000 and result 
in a saving of $75,000 a year in operating costs. On some 
hauls the distances saved will be less than would be achieved 


by a line on the original location, and on some, the saving will 
be greater. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from R: 


eporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





If Identification Fair, Wide Margin Allowed in Description: 
(District Court, S. D., New York.) In the absence of bad 
faith or grossly misleading statements, if the identification of 
the vessel in a charter party is fair, a wide margin may be 
allowed in description—Dampskibs Aktieselskabet Jan vs. 
Cargo of Jute Butts, Burlap and or Shellac, etc. (Mente et al, 

claimants), Anderson vs. Mente et al., 298 Fed. Rep. 164. 

Charter Party Construed As To Cargo and Freight: 

Charter party providing for furnishing of full and com. 
plete cargo, “not exceeding what she can reasonably stow,” 
etc., held to mean that vessel should be loaded with a full 
cargo, less space required for necessary coal, freight to be 
determined by number of tons of cargo carried, and that capacity 
of vessel should fairly resemble identification mentioned in 
descriptive clause.—Ibid. ; 

Charter Held to Have Complied with Requirements as to 
Capacity: ; 
Charterer held to have met requirements of charter in re 

gard to capacity.—Ibid. 

Presumed That Everything Shipped Was for Account of Persons 
Having Ship for Voyage: R 
There is presumption that everything shipped on ship under 

charter was for account of those who had entire ship for voyage, 

and they are liable for freight.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
. ice, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.). 





REGULATION OF COMMON CARRIERS 


Freight Charges May Be Collected from Consignor or Consignee 
in Absence of Contract: 
(Court of Appeals of Georgia.) “Upon an interstate ship- 

ment the freight charges for the transportation of the goods 

are fixed by the schedule of rates and joint tar#ffs filed and 

posted in accordance with the act of Congress of June 29, 1906, 

known as the ‘Hepburn act’; and though a comman carrier, by 

mistake or otherwise, delivers goods upon the payment of a 

lower rate than that stated in the schedules, the carrier may 

thereafter demand of the shipper the difference between the 
rate collected and that which should have been collected, and 
upon his refusal to pay may maintain an action therefore.” 

Seaboard Air Line Ry. vs. Luke, 19 Ga. App. 100, 102, 90 S. E. 

1041, 1042; Ga. R. vs. Creety, 5 Ga. App. 424, 63 S. E. 528; Central 

of Ga. Ry Co. vs. O’Neill Mfg. Co., 19 Ga. App. 490, 91 S. E. 877. 
(a) “The fact that the rates was agreed on through mistake 

of one or both parties does not affect the operation of the rule 

requiring the established rate to be charged and paid, since both 
are bound to take notice of the filed tariff rates. Nor is it 
material whether the mistaken rate is fixed in the bill of lading 
or whether it was by parol agreement on a mistaken quotation 
of the rates made by the agent at the point of shipment.” 10 
C.. J. 514, Gis. 


(b) The carrier may collect freight charges from either the 
consignor or the consignee, in the absence of a special contract 
binding itself to collect such charges from one of them only. 
Southern Cotton Oil Co. vs. So. Railway Co., 147 Ga. 646, 647, 
95 S. E. 251: Id., 19 Ga. App. 453, 91 S. E. 876; Seaboard Air- 
Line Ry. Co. vs. Montgomery, 28 Ga. App. 639 (1), 112 S. E. 652. 
—Western & A. R. R. vs. Legg, 123 S. E. Rep. 31. 

Parol Evidence Held Admissible to Show That None or Only 
Part of Goods Described in Bill of Lading Was Received 
by Carrier: : 

While it is the general rule that the terms or efficiency of 4 
bill of lading evidencing a through contract of carriage cannot 
be varied or destroyed by parol evidence (Albany, etc., Ry. 
Co. vs. Merchants’ Bank, 137 Ga. 391, 41, 397, 73 S. E. 637; 
10 C. J. 198), and that the bill of lading is prima facie evidence 
that the goods were delivered to the carrier as therein described, 
such recitals are not conclusive, and it may be shown by parol 
that none, or only a part, of the goods described in the bill of 
lading was actually received—Atlantic Coast Line R. C. vs. Hill, 
12 Ga. App. 392 (5), 397, 77 S. E. 316; Cen. of Ga. Ry. Co vs. 
Cook, 4 Ga. App. 698 (1) 62 S. E. 464; 10 C. J. 199, 200) .—Ibid. 
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ROUTE YOUR CARGO VIA 


Mobile=Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 


LONDON AND ABERDEEN 


house Sailing from Gulfport July 26 
ene U.S.8.B. S.S. WILDWOOD Sailing from Pensacola July 30 


Sailing from Mobile Aug. 7 





1,500,000 SQUARE FEET 
of 


Free and U. 8. Customs Bonded Sterage 


Insurance Rate 18 Cents LIVERPOOL 
. a er U.S.8.B. 8.8. SACO } Sailing a as aan '." 
Storage — Forwarding — Distribution — Cartage eee fn eke kee is 


Space Leased for Private Warehouse, Office and Display LONDON AND GRANGEMOUTH 
D i Rented Sailing from Gulfport Aug. 9 
™ ag “" mon’ = An tamer U.S.S.B. 8S.S. CLAVARACK } Sailing from Pensacola Aug. 15 
— = bd ensity Sailing from Mobile Aug. 21 
Special equipment for the proper handling of various commodities 


Steamer Space boeked when requested LIVERPOOL AND MSNCERST ES — as 
li P a 
come, SAR sere Zou, im some capacity and would sugeest that vou US... 88. COAHOMA COUNTY..} Sailing from Gulfport Aug. is 
—— ee ROTTERDAM AND HAMBURG 


Sailing from Gulfport Aug. 28 
U.S.S.B. S.S. HASTINGS Sailing from Pensacola Aug. 30 
Sailing from Mobile Sept. 10 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY . . 
Waterman Steamship Corporation 


UNION TERMINAL WAREHOUSE COMPANY “Operating United States Government Ships’’ 
Los Angeles, California MOBILE, ALABAMA 


OMAHA, U.S.A. | |DENVER, COLORADO 












f-sce lee ee ame ee em ae’ 





Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 










The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 


OR 
MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 
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Evidence Held to Require Submission to Jury of Issue as to 

Actual Contract of Carriage of Freight: 

The freight rule as filed with the Interstate Commerce Com- 
mission, offered in evidence by the plaintiff carrier in connec- 
tion with the lawful posted rates, provided that “when freight 
is loaded in a car by shipper and such car is not fully loaded 
but is tendered as a carload shipment, and the car is forwarded 
without other freight therein, the shipment will be charged for 
as a carload.” The consignee testified that the car contained 
only his goods. The bill of lading described the goods shipped 
as “Car H. H: goods—shippers load and count—weight (subject 
to correction) 12,000.” While it does not thus necessarily 
appear from the bill of lading itself that the goods were tendered 
and shipped as a carload lot at the rate applicable thereto, 
and parol evidence by the carrier, and the shipper was admis- 
sible to establish the actual agreement with reference to the 
class of shipment and the actual weight of the goods shipped, 
nevertheless the carrier’s evidence was such as to establish its 
case as laid by the petition, and it was error to direct a verdict 
for the defendant. The issue raised by the plaintiff carrier’s 
evidence on the one hand, and the defendant’s evidence on the 
other hand to the effect that the defendant had asked for the 
“cheapest rate” as between the carload lot and the less than 
carload lot, taken with his rather indefinite evidence to support 
his contention that the actual weight of the shipment was only 
4,200 pounds, should have been submitted to the jury.—lIbid. 
Director General Held Not Estopped to Sue for Balance Due 

on Freight Billed by Mistake at Less Than Proper Rate: 

(Court of Appeals of Kentucky.) Director General of Rail- 
roads was not estopped to sue for balance due on freight on 
coal billed by mistake at less than proper rate, though defendant 
sold the coal at a small profit under supervision of federal gov- 
ernment, taking freight rate paid into account, so that payment 
of difference would result in loss in view of Const. Sec. 214, and 
Ky. St. Sec. 817, relative to preferences.—Davis, Director Gen- 
eral of Railroads, vs. Moody, 261 S. W. Rep. 1101. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) ‘ 





LOSS OF OR INJURY TO GOODS 

Burden on Carrier to Show Cause of Loss: 

(Supreme Judicial Court of Massachusetts, Suffolk.) Where 
castor oil in proper barrels was properly loaded, and leaked 
in transit, burden was on carrier to show cause of loss was 
something for which it was not responsible——Northern Indus- 
trial Chemical Co. vs. Davis, Agent, 144 N. E. Rep. 64. 

Jury Not Bound to Accept Testimony: 

In an action against carrier for loss of castor oil in ship- 
ment, jury ‘could reject or accept testimony for defendant that 
oil leakage was observed at certain points.—Ibid. 

Connecting Carrier Accepting Waybill Indicating Leaks of 
hin ong Oil Should Take Precautions to Prevent Further 

Oss: 

Employes of railroad, after being notified of leaks of castor 
oil by notations on waybill, and accepting shipment from pre- 
ceding carrier, should have taken all necessary precautions to 
prevent further leakage.—Ibid. 

Whether Loss of Castor Oil on Defendant’s Line Held for Jury: 
In an action for loss of castor oil during shipment against 

terminal carrier, whether loss occurred on defendant’s line held 

for jury.—lIbid. 

Agreement of Counsel that Verdict Should Be Certain Amount 
Rendered It Unnecessary to Determine Amount of Leakage 
on Defendant Carrier’s Line: 

Agreement of counsel what amount of verdict should be, if 
plaintiff recovered, rendered it unnecessary to determine what 
amount of leakage occurred on connecting lines in action 
against terminal carrier for loss of castor oil.—Ibid. 

“Clean Bill of Lading” and “Exceptions” Technical Expressions 
as to Which Expert Could Testify: 

Words, “clean bill of lading,” being technical expression 
of trade, it was not error to admit testimony of experts to 
interpret phrase, and same is true as to absence of “exceptions” 
in bill of lading.—Ibid. 

Affidavit of Witness Testifying Held Improperly Admitted but 
Not Prejudicial: 

Where witness stated he had no present recollection of facts 
stated in affidavit, but that when he made statements they 
were true, and later on looking at affidavits he stated as fact 
matter therein stated, affidavit itself was not admissible, but 
its admission did not affect substantial rights of parties, tes- 
timony and affidavit being only cumulative, under G. L. ec. 231, 
Sec. 132.—Ibid. 
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Terminal Carrier Accepting Shipment Assumes Obligations of 

Carrier: : 

Terminal carrier was free to refuse leaky shipment of 
castor oil, if not satisfied with condition of lading, and, having 
accepted it and issued clean bill of lading, it assumed usual 
obligations of carrier.—lIbid. 


Testimony as to Practice of Using Metal Containers for Ship. 
ment of Oil Properly Excluded: 

In action against terminal carrier for loss of castor oil 
shipped in 1918 in wooden barrels, court properly excluded 
evidence that in 1923 practice was to use metal containers, 
and that they were considered better than wood.—Ibid. 
Purchaser of Bill of Lading Entitled to Rely on Recital That 

Shipment Was in Good Order: 


Purchaser of negotiable bill of lading had right to rely on 
recital therein that shipment was received “in apparent good 
order.”—Ibid. 

Corporation Doing Business Under Name of Consignee Held 

Entitled to Sue for Damages in Transit: 

(St. Louis Court of Appeals, Missouri.) Corporation doing 
business locally, under name of company taken over by it, at 
time of purchdse and shipment of goods under bills of lading, 
naming such company as consignee, held real party in interest 
entitled to sue, under Rev. St. 1919, Sec. 1155, for damage to 
goods in transit—American Fruit Growers, Inc., vs. St. Louis, 
B. & M. Ry. Co., 261 S. W. Rep. 949. 

Question of Right to Sue for Damages to Interstate Shipment 

Determined by State Law: 

Substantive rights and liabilities of parties to interstate 
shipments are determined by acts of Congress and federal 
court rules of decision, but question whether plaintiff may sue 
is one of practice and procedure determined by state law.-- 
Ibid. 

Testimony as to Identity of Real Consignee Held Not Objection. 
able as Varying Terms of Bills of Lading: 


In action for damage to goods shipped under bills of lading 
naming another corporation as consignee, testimony to show that 
plaintiff was real party in interest and real consignee held not 
objectionable as tending to vary terms of bills.—Ibid. 
Measure of Damage to Goods in Transit Stated: 

Measure of damage to cabbages and onions in transit is 
difference between reasonable market value on date of arrival 
at destination had they arrived in good, sound, merchantable 
condition, and reasonable market value at same time and place 
in damaged condition.—Ibid. 


Instruction on Measure of Damages to Goods in Transit Held 
Not Misleading nor Prejudicial: 

In action for damage to goods in transit, instruction to 
allow difference between what they “would have brought in 
open market” on day of arrival at destination, had they arrived 
in good condition, and reasonable market value in damaged con- 
dition, held not misleading nor prejudicial to defendant, if 
technically erroneous.—Ibid. 

Consignee May Recover Damages Under Petition Alleging Con- 
tracts Between It and Carrier on Proof That Contracts; 
Were Made in Name Under Which it Transacted Business: 
Under petition charging that contracts of shipment were 

entered into between plaintiff and defendant railroad, plaintiff 

could recover damages on proof that contracts were made in 
name under which it transacted its business in certain territory. 

—Ibid. 

Shipment of Trunk Held “Interstate” Within Federal Railroad 
Administration Baggage Tariff Rule Limiting Liability: 
(Commission of Appeals of Texas, Section A.) Shipment 

of trunk from Pittsburgh, Pa., to San Antonio, and from there 

to San Diego, Tex., over another railroad, held an interstate 
shipment, to which rule 10 of the United States Railroad Ad- 
ministration baggage tariff No. 25-2, limiting liability for loss 
of baggage, applied, though owner bought another ticket and 
had trunk rechecked at San Antonio.—Nast vs. San Antonio, 

U. & G. Ry Co. et al., 261 S. W. Rep. 1011. 

Liability for Loss of Interstate Shipments Determined Solety by 
Federal Laws and Decisions: 

Liability for loss of interstate shipments must be detel- 
mined solely by federal laws and decisions, and Vernon’s Sayles’ 
Ann. Civ. St. 1914, art. 708, does not apply.—lIbid. 

Judicial Notice Taken of President’s and Director General's 
Rules, but Not of Tariffs and Rate Regulations of Railroad 
Administration: 

Courts may take judicial notice of orders of President and 
general orders of Director General of Railroads, but not o/ 
numerous tariffs and rate regulations promulgated by Railroad 
Administration.—Ibid. 

Judgment for Plaintiff in Error, on Reversal, Cannot Be Based 
on Evidence Not Admitted by Trial Court: 

Court of Civil Appeals cannot reverse and render judgmeni 
for plaintiff in error on basis of evidence offered by latter and 
improperly excluded, though undisputed and in nature of writt«n 
instrument.—Ibid 
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TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


ee ae ae a ee Claims 
DIRECT loading CAR to SHIP eliminates < Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal General Offices: 
Telephone Mulberry 4300 5 Nassau St., New York City 
Telephone Rector 0020 
General Agencies: 
Beaumont, Buffalo? Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, Mi fi 
Mobile, Pensacola, Pittsburgh, Port Newark, San hielo, te — E 
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ACI FICS 


CARIBBEAN 
LF LI 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisce. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porte 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 





DISTRIBUTION 


5 Market Cold Storage and Ware hon 
Se Co. 


GEORGE 8S. LOVEJOY 





SUMMER STREET STORES 


Direct connection with New York, New Haven 
& Hartford Railroad. 
Capacity, 2,000,000 cubic feet. 


Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 


ALBANY TERMINAL STORES 


Direct connection with Boston & Albany 
ilroa : 
Capacity, 1,430,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED |; 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 
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DELAY IN TRANSPORTATION OR DELIVERY 

Plaintiff Suing for Damages from Delay in Interstate Shipment 
Held Not Deprived of Remedy Against Initial Carrier Alone 
by Allegations of Joint Liability with Connecting Carriers: 
(Commission of Appeals of Texas, Section B.) Plaintiff 

averring, in suit against several carriers for damages from 

negligent delay in interstate shipments, that initial carrier “for 
itself” accepted and undertook to transport shipments, held aot 
deprived of right under Cummins Amendment (U. S. Comp. St., 

Sec. 8604a), to recover full damages from initial carrier, by 

allegations that it was also acting jointly with and as agent of 

other carriers—Burd vs. San Antonio Southern Ry. Co. et al., 

261 S. W. Rep. 1021. 

Allegation of Issuance of Through Bill of Lading Unnecessary to 
Fix Liability of Initial Carrier Under Cummins Amendment: 
Issuance of through bill of lading need not be alleged to 

fix liability against initial carrier for damages from delay in 

interstate shipments under Cummins Amendment (U. S. Comp. 

St., Sec. 8604a).—Ibid. 

Cummins Amendment Need Not Be Pleaded: 

Cummins Amendment (U. S. Comp. St., Sec. 8604a) need not 
be pleaded in action against initial and connecting carriers for 
damages from delay in interstate shipments.—Ibid. 

Shipper Suing Initial and Connecting Carriers Held Not to 
Have Elected to Look to Each for Damages Caused by It: 
Shipper. suing initial and connecting carriers for damages 

from delay in interstate shipments, held not to have elected 

to look to each for damages caused by it nor to have abandoned 
remedy against initial carrier alone under Cummins Amend- 
ment (U. S. Comp. St., Sec. 8604a).—Ibid. 

Full Judgment May Be Recovered Against Each of Several Joint 
Contractors or Tort-Feasors Sued Jointly: 

While only one full satisfactiion may be had of several 
joint contractors or tort-feasors sued jointly, their joinder does 
not prevent full judgment against each, though some who may 
be required to respond only partly are joined with one who 
may be required to respond in full.—Ibid. 

State Laws Inconsistent with Cummins Amendment No Longer 
In Force: 

State laws inconsistent with Cummins Amendment (U. S. 
Comp. St., Sec. 8604a) which renders initial carrier of inter- 
state shipment liable for all damage from negligent delay by 
connecting carriers, whether resulting in physical injury to 
freight or not, are no longer in force.—Ibid. 

Liability of Initial Carrier for Delay in Shipment by Connecting 
Carriers of Interstate Shipment Not Subject to Waiver: 
Liability of initial carrier for damages caused by connecting 

carriers of interstate shipment under Cummins Amendmert 

(U. S. Comp. St., Sec. 8604a) and valid clauses of bill of lading 

are not ordinarily subject to waiver by carrier or shipper.—Ibid. 


Bill of Lading for Interstatae Shipment Is Through Contract by 
Initial Carrier, and Measures Liability of Connecting Car- 
riers to Shipper: 

Under Cummins Amendment (U. S. Comp. St., Sec. 8604a) 
connecting carriers are agents of initial carrier as to interstate 
shipments, and bill of lading is through contract by initial 
earrier, which measures liability of connecting carriers to 
shipper, who may have recourse against each for its own de- 


faults as well as against initial carrier for entire obligation.— 
Ibid. 


Through Bill of Lading Conclusively Deemed to Have Been 
Issued by Initial Carrier Under Cummins Amendment: 
Under Cummins Amendment (U. S. Comp. St., Sec. 8604a), 

through bill of lading is conclusively deemed to have been 

issued by initial carrier of interstate shipment, though not in 
fact issued.—Ibid. 

Presumption That Loss Occurs in Hands of Last Carrier: 
Presumption is that loss occurs in hands of last carrier, 

unless otherwise proved.—Ibid. 


Judgment Against Initial Carrier Only Held Not Contrary to 
Verdict: 

Judgment against initial carrier of interstate shipment held 
not contrary to verdict that shipments were made over its line 
and those of connecting carriers, and were damaged by negligent 
delay in transit by one or more of them, though jury, without 
mentioning initial carrier, found that connecting carriers should 
respond in damages; initial carrier being liable for total damages 
as matter of law.—Ibid. ‘ 

Bona Fide Payment of Entire Damages by Initial Carrier Con- 
clusive Between It and Connecting Carriers: 

Bona fide payment by initial carrier on judgment against 
it for total damages from delay in interstate shipment is con- 
clusive as to amount between it and connecting carriers under 
Cummins Amendment (U. S. Comp. St., Sec. 8604a), and leaves 
to further adjustment between them only allocation of respons- 
ibility for loss.—Ibid. 

Procedure Expressed in Cummins Amendment as to Adjustment 
of Liability of Initial and Connecting Carriers Must be 
Followed Though Hardship May Result: 

Provision of Cummins Amendment (U. S. Comp. St., Sec. 
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8604a) that initial carrier may recover amount it is required to 
pay for damage to interstate shipment from connecting Carriers 
on whose lines loss was sustained is expression of broad public 
policy in respect to regulation of rates, contracts, internal ad- 
ministration and management of interstate carriers, and courts 
must abide by procedure therein expressed, though hardship to 
both initial and connecting carriers may result.—Ibid. 
Judgment for Excessive Amount Held Cured by Remittitur: 

Judgment for amount in excess of sum of items of damages 
to several shipments delayed in transit as found by jury held 
cured by remittitur filed within time required by Rev. St., art. 
2012, though remittitur, by reason of clerk’s omissions, was not 
legally sufficient —Ibid. 


RATES ON PETROLEUM PRODUCTS 


The hearing of 15877 and 15878, the Standard Oil Company 
of Indiana against the Santa Fe et al., before Examiner Gault, 
at Chicago, July 15 and 16, involved the alleged exaction of 
rates on petroleum products moving between Wood River, IIl., 
Cushing and Tulsa, Okla., Casper, Wyo., and Sugar Creek, Mo., 
and destinations in Indiana, Kentucky, Illinois and Ohio. The 
two-day hearing developed into an extended controversy over 
the provisions in several tariffs, principally Illinois Terminal 
Railroad’s issues Nos. 472 and 498. 

Anthony J. Arnold, in charge of claims for the Standard 
Oil of Indiana, entered an exhibit showing that the number of 
cars involved amounted to 1,347, moving between August 2, 
1921, and November 1, 1923. He described the manner in which 
the charges were borne by the company and said that, in all 
instances, the shipments were routed by it. 

Hugo T. Zeremba, chief rate clerk for the complainant, tes- 
tified as to the movement of the shipments from points of origin 
to destinations on the Pittsburgh, Cincinnati, Chicago & St. 
Louis and to immediate destinations in Indiana as published 
by the C. C. C. & St. L. in its I. C. C. No. 7814. The movement 
began, he said, under the Illinois Terminal tariffs and, at the 
time that line published them, it did so under Concurrence 
F X 3-14, furnished by the P. C. C. & St. L., although it did 
not show the latter line as a participating carrier, but in error 
showed the Pennsylvania Company, the former holding com- 
pany. He-contended that the obligation to hold to the tariff 
rested with the carriers and that, since the tariffs in question 
provided the lower rate, the complainant acted properly in 
using the route, and that other rates at the time were in excess 
of the combinations of locals that were applicable. 

H. G. Powell, traffic manager of the Illinois Terminal, S. C. 
Mathews, assistant general traffic manager of the Pennsylvania, 
Harvey Allen, for the southwestern lines, and J. H. Behrle, 
for the Alton, all testified as to the tariff provisions over their 
respective lines. What they said tended to show the issue 
of the concurrence involved happened through error and that 
the proper rate was the higher one, and that the routing used 
by the complainant was not the logical one. It was further 
contended that the P. C. C. & St. L. could not lawfully join 
with the Illinois Terminal in applying rates in the latter’s tariff, 
because the name of the former line was not mentioned. 


GUARANTY CERTIFICATES 


The Commission has certified to the Secretary of the Treas- 
ury that $45,160.60 is due the Manufacturers Railway Company 
of Ohio, in final settlement of the guaranty under section 209 
of the transportation act. It has also certified that $3,000, in 
addition to advance payments of $9,175.61, is due the Washington 
& Lincolnton Railroad Company of Georgia, in final settlement 
of the guaranty. 

The Commission has certified to the Secretary of the Treas- 
ury that $90,634.31 is due the Midland Valley of Arkansas in 
final settlement of the guaranty under section 209 of the trans- 
portation act. The total found due was $153,634.31, the car- 
rier having received advance payments. 


CHANGES IN DOCKET 


Hearing in No. 15795, H. L. Cheney, trading as the Cheney 
Pulp & Paper Company, vs. the Akron, Canton & Youngstown 
Ry. Co. et al., assigned for July 16, at Indianapolis, Ind., before 
Examiner Mackley, was postponed to a date to be hereafter 
fixed. 

Hearing in Finance No. 3508, in the matter of the applica- 
tion of the Hampton & Branchville R. R. and Lumber Company 
for a certificate of public convenience and necessity, author- 
izing it to construct an extension to its line of railroad, as- 
signed for July 30, at Columbia, S. C., before the Railroad Com- 
mission of South Carolina, was canceled and reassigned for 
hearing July 16, at Columbia, S. C., before the Railroad Com- 
mission of South Carolina. 

Hearing in Finance Docket 3686, excess income of the Corn- 


wall R. R. Co., assigned for July 17, at Washington, D. C., 
before Examiner Haley, was canceled. 


July 


4, 

Y 
] 
Z 
y 
y 
y 
y 
y 
Y 
y 
y 
Y 
Y 
4, 
Y 
Y/ 
Y 
7 
; 
y 

; 

, 





lo. 


to 
riers 
Ubli¢c 
l ad- 
yurts 
Pp to 


ages 
held 
art. 
not 


S 
pany 
ault, 
n of 
Il. 
Mo,, 
The 
over 
linal 


dard 
r of 
t Z 
hich 
. all 


tes- 
‘igin 

St. 
shed 
nent 
the 
nce 
did 
Tror 
-0m- 
ariff 
tion 
r in 
Cess 


bo 
nia, 
irle, 
heir 
ssue 
that 
ised 
ther 
join 
iff, 


July 19, 1924 


~ 
Ra 
“r 
as 


B35 50)0:9-000 


| awice TIRES | 





It Costs Less To 
Run On Federals 


Did you ever stop to think how much 
you could save in your truck operat- 
ing expense if you reduced those costly 
tire delays and got more mileage from 
your tires ? 


Consider what these Federal features 
are worth in dollars and cents to you: 


. A broad—semi-flat—non-skid 
tread that gives sure-footed 
traction on any kind of road. 


Heavily reinforced sidewalls as 
greater protection against rut 
and curb wear. 


An extra thick—tough and re- 
silient tread rubber that pro- 
vides much greater wear — 
easier riding and better pro- 
tection to the truck and load. 


Big over-size construction 
that makes every one of these 
other features doubly effective. 


The Federal Dealer near you will gladly 
show you why Federals will mean a 
substantiel saving to you in money and 
time. 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore New York Norfolk 
July 19 July 26 July 28 
July 24 July 31 Aug. 1 
Aug. 2 Aug. 9 Aug. 11 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 


*ECUADOR July 22 July 24 
July 30 Aug. 2 


SANTA PAULA Aug. 6 Aug. 8 


THEREAFTER EVERY WEEK 


*Calling at Manzanillo, San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, Havana (Eastbound), Baltimore {East- 
bound), Norfolk and New York. 


FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisco, Les Angeles, Mexico, Central America and Canal Zone 


S.S. NEWPORT sails from San Francisco July 19 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bidg., Los Angeles, Calif. 
ALSO OFFICES IN 
attle Hoge Building Norfolk ._. Southgate Fwd. & Stg. 
Baltimore Equitable Building Cleveland.. 630 Engineers Bidg 
Pittsburgh. 410 State Theatre Bldg. Chicago 142 So. Clark Street 








Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 


Seattle, Tacoma and Bellingham 


FROM 


Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates. dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CoO., Inc. 
Moore and Water Streets, New York Telephone Bowling Green 7394 
, Md. ia, Pa. Pittsburgh, Pa. Chicago, Ill. 

39 South St. Drexel! Bidg. Oliver Bidg. 333 S. Dearborn St. 

And at our Branch Offices at ports of call, etc. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront ry dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law | 
of interstate transportation of freight. — man of long experience* 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

¢ right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Departmen 
Traffic Service Corporation, Colorado Building, Washington, D.C 


Tariff Interpretation—Two-for-One Rules 

California —Question: With further reference to your reply 
to “Kentucky” in The Traffic World of May 3, 1924, and to ‘“Cali- 
fornia,” in the issue of June 14, regarding application of the 
two-for-one rule. 

According to your interpretation, rule 34 of the classification 
is applicable to every commodity item in Transcontinental Tariff 
1-W. However, I wish to call your attention to the fact that 
rule 34 is only applicable when specific reference is made to 
this rule in connection with the class rating in the classification. 
When a commodity rate is published, the classification rating, 
minimum, and package requirements are superseded by the com- 
modity rate item; therefore it is not proper to apply rule 34 to 
any commodity item, unless that item is specifically made sub- 
ject to rule 34. 

Your position appears to be absolutely untenable, since under 
your interpretation, every minimum weight named in the com- 
modity items of Transcontinental Tariff 1-W would be subject to 
a graduated minima, dependent upon the size of equipment used. 
Most certainly Rule 34 mpst be applied in its entirety if at all, 
and if you contend that this rule permits the use of two cars for 
one on Transcontinental shipments, you must also graduate the 
minima in accordance with the provisions of this rule, which 
would be absurd. 

I believe that upon further consideration you will agree that 
the two-for-one privilege is only accorded on shipments originat- 
ing in territory Group D and west, and on furniture originating in 
the states named in Note 4 of Rule 2, unless the commodity item 
is specifically made subject to Rule 34 or to Rule 56, which 
authorizes the two-for-one rule in territory east of Chicago. 

Answer: We know of nothing to prevent a carrier from pub- 
occasionally to encounter commodity rates specifically subject to 
Rule 34 of the Classification, and establishing a commodity mini- 
mum weight thereon subject to Rule 34. Your position seems to 
be that unless the commodity basic minimum is the same as that 
published in connection with class ratings, such commodity mini- 
mum cannot be made subject to Rule 34. It is our experience 
occasionally to encounter commodity rates specifically subject to 
Rule 34, the basic minimum of which does not correspond to that 
provided in the classification in connection with class ratings. 
Your exception to our answer apparently is predicated on the 
premise that the various “rules” incorporated in Rule 34 cannot 
be referred to by a commodity tariff without also importing 
everything published in Rule 34 itself. In other words, Rule 34, 
you contend, is a unit and none of its parts can be considered 
independently of the others. As indicated in our previous answer 
we consider “Rule 34” as the name of a “body of rules,” just as 
is Rule 40, 41, etc. Each of these large rules contains a number 
of others. The appellations “Rule 34,” “Rule 40,” etce., apply to 
the general subject; the sections of these large rules, relate and 
specifically cover individual situations. Sections 1, 2, 3 and 4, of 
Rule 34 all relate to entirely distinct and separate situations. 


Would a single shipment be subject to all of these rules at the 
same time? 


You state that a commodity rate can be made subject to 
Rule 34 by a specific cross-reference carried in the commodity 
item, and also that Rule 34 must be applied in its entirety. This 
being the case, suppose we had a commodity rate on furniture 
of 18,000 lbs. “subject to Rule 34,” and we find that the classifica- 
tion of that kind of furniture makes the minimum 12,000 Ibs. 4th 
class, and “subject to Rule 34.” Would you use 18,000 lbs. (com- 
modity basis) or 12,000 lbs. (class basis) as the basie figure in 
determining from the graduated scale of Rule 34 what the mini- 
mum would be on a 40-ft. car? If you use 12,000 lbs. as the basic 
figure you ignore the 18,000 lbs. commodity figure. If you use 
18,000 lbs., you overlook the note appearing at the head of the 
graduated scale which reads: “When the minimum carload 
weight provided in the Classification for the article shipped is,” 
etc. There is nothing in Section 6 of Rule 34 which permits of 
an exception against the classification basis minimum contem- 
plated by this clause, so if we use the 18.000 commodity basic 
figure, we must separate Rule 34 into parts, and divorce the 
graduated scale from the requirement that the basie minimum be 
that provided in the Classification. This separation actually 
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takes place when a commodity minimum makes specific reference 
to Rule 34. 

We contend that every commodity rate in the transcontin. 
ental tariff is subject to Rule 34 of the Classification to the extent 
that Rule 34 can be applied consistently with the provisions of 
the tariff, because Rule 1 of Tariff 1-W makes those rates subject 
to the “Rules” of the classification. 

It is also our view that this construction would not subject 
every “flat” commodity minimum in the tariff to the sliding scale 
of Rule 34, for that would be to substitute a graduated minimum 
provided in the classification, for the flat commodity minimum 
provided in the individual rate item, which is not authorized by 
Rule 1 of Tariff 1-W. Rule 1 of this tariff provides “except as 
otherwise provided in individual rate items.” The Commission 
has held that a flat minimum in and of itself will apply to cars 
of all lengths, and this precludes the importation through cross- 
reference, of the graduated scale of Rule 34. To use Rule 1 as 
cross-reference for importing the two-for-one rule published in 
section 3 of Rule 34 would not be substituting a classification rule 
for something already provided in the tariff. To import section 3 
of Rule 34 is to use a part of that rule, it is true; to make a 
commodity rate subject to Rule 34 for purposes of the graduated 
scale is also to take but a part of Rule 34. There is nothing in 
Rule 34 which compels using it in its entirety to every situation, 
where one of its provisions can be consistently applied and where 
there is sufficient cross-reference to authorize its use. 


Tariff Interpretation—Equalization of Loaded and Empty Mileage 
on Shipments Moving in Private Tank Cars, Before, During, 
and Subsequent to Federal Control of the Railroads. 
California.—Question: Referring to Examiner’s Tentative Re- 

port in General Petroleum Corporation vs. C. B. & Q. R .R. Co., 
I. C. C. Docket No. 14942, covering equalization of loaded and 
empty mileage on privately owned tank cars, and newspaper 
notice to the effect that a big saving to owners of private tank 
car owners will be effected by this decision. Will you kindly 
advise the basis for this case, its present status, etc., also whether 
any new ruling has been promulgated as a result of this report 
and what such ruling is? 

Answer: This case was formally decided by the Commission 
on June 26, 1924 (no printed report issued at this writing), sub- 
stantially adopting the examiner’s tentative report in its entirety. 
Complainant was billed at regular tariff rates for the return of 
three empty tanks during March, 1920, subject to termination of 
control of railroads. The cars had moved over the same routes 
under load during federal control. 

Owing to the necessity of moving shipments via the most 
expeditious route during the war period, the Director General of 
Railroads issued his General Order No. 1 directing carriers to 
forward shipments via the most expeditious route, and in April, 
1918, the Commission issued an unnumbered order directing the 
carriers, in observing General Order No. 1, to see that the rates 
and charges which would have applied had shipper’s routing been 
observed, were applied. 

The underlying principle of the Commission’s order seems to 
have been that whatever rates, privileges, services, and charges, 
etc., were applicable to a given shipment on the date it is tend- 
ered the carrier for transportation, will obtain as to that ship- 
ment until the transaction has been completed. 10 Corpus Juris, 
Sec. 692 and 711; wherein the courts have held that the schedule 
of rates filed with the Commission, published and posted in 
conformity with the statute (section 6 of the Interstate Com- 
merce Act), together with the billing, and the tender of the 
goods by the shipper and their acceptance for transportation by 
the carrier, constitute a confract—an agreeement to perform a 
certain amount of service for a definite compensation. 


Also “Through Routes and Joint Rates,’ 12 I. ¢c. C. 168, 
wherein it is held that “all of the conditions, regulations and 
privileges obtaining as to the rate or any part of it, at the time 
of initial shipment, must be adhered to and cannot be varied 
as to that shipment during the period of such shipment to its 
final destination.” Also “In Re Milling in Transit Rates,” 17 
I. C. C. 113, wherein the transit privileges applicable at time 
shipment left point of origin cannot be cancelled as to a ship- 
ment already in transit. 

After General Order No. 1 had been put into operation the 
Director General, finding that it would not be possible to 
equalize empty with loaded car mileage because there was no 
way of making sure the empty would be returned via the route 
designated by the shipper, because of the great probability that 
the loaded car had been diverted from the bill of lading route 
under General Order No. 1, cancelled the equalization rule, but 
provided as a substitute a rule which provided that empties 
would be returned free. In this case the empties were returned 
subsequent to federal control and after the old equalization rule 
had been restored with a few modifications. The shipper 
claimed application of the “free-reiurn” rule published by the 
Director General, in effect when the loaded cars moved. The 
carrier contended that the new equalization rule was applicable. 
and that as empties had not been returned within the period 
prescribed in that rule, the cars were subject to tariff rates. 
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The Commission settles the entire controversy as to equaliza- 
tion of loaded and empty mileage, by pointing out that as to 
mileage not equalized up to Dec. 31, 1917, during the six months’ 
period allowed after the June 30, 1917, settlement, tariff rates 
were applicable for the excess empty mileage, in accordance 
with the rule in force when the loaded cars moved. It also holds 
that as to loaded cars moving prior to federal control under the 
old equalization rule then existing, but empty mileage not gqual- 
ized prior to federal control, the shipper had until the following 
June 30, 1918, to equalize against the settlement on that date, 
and any inequalized balance could be either made up during the 
succeeding six months, or paid at the arbitrary rate. 

As to shipments originating during the suspension of the 
equalization rule and while “free return” rule was available, 
no charge for excess empty mileagé could be made; that this 
latter rule would apply regardless of whether the empties were 
returned during federal control or thereafter. It held that the 
rate on the loaded haul compensated the carrier for return of 
the empties. 

The gist of the whole decision is that the rule governing 
return movement, or equalization of loaded and empty mileage, 
in effect when the loaded cars commenced to manufacture the 
loaded mileage determines the entire transaction; that is, the 
equalization would be made according to the rule in effect when 
the loaded mileage was created, just as in the cases involving 
changes of rates while shipments are in transit; transit privi- 
leges, etc., and numerous other cases wherein it was held that 
all the privileges, charges, etc., attaching to the shipment at its 
inception will control as to that shipment until the entire trans- 
action has been caqmpleted. 

Combination Rates—Jones’ |. C. C. US-1 Applicable When Pub- 
lished Through Rate Does Not Apply Via All Routes 

Kentucky.—Question: Lumber: Lumberton, Miss. (none), 
to Bucyrus, O., routed by shipper; none to Meridian, A. G. S. 
to Birmingham, L. & N. to Cincinnati, B. & O. and T. & O. C. 
beyond. 

Speiden’s 57-E, I. C. C. 798, effective April 15, 1924, carries 
through rate of 43 cents via other routes. 

Speiden’s 22-D, I. C. €. 782, carries 29.5 cents to Cincinnati; 
Jones’ 131-G, I. C. C. 1421, carries 16 cents Cincinnati to Bucy- 
rus, O. Flat combination is 45.5 cents; if worked with Jones’ 
I. C. C. US-1, it is 42.5 cents. 

What is the correct rate if shipper routes via L. & N., 
Birmingham to Cincinnati, bearing in mind routing feature in 
I. C. C. 798; also Jones’ I. C. C. US-1, sec. 4, reading “where 
no published through rates are in effect,” etc.? 

It is my understanding that “No through rates in effect,” 
I. C. C. US-1 means “over the route shipment moves.” See also 
Conference Ruling No. 214, paragraph 4, “The lawful charge is 
rate over route of movement.” 

Answer: In our opinion, you are correct in your inter- 
pretation of the provisions of the combination rule tariff, namely, 
Jones’ I. C. C. US-1. 

Until a particular shipment moves there is no origin or 
destination thereof. When, however, the shipment moves there 
is an origin and destination thereof. If, because of the routing 
provisions in a certain tariff naming rates between the same 
points there is no published through rate applicable via the 
route this particular shipment moved, then the combination 
rate via the route of movement is the rate to be applied thereon. 
The combination rate being applicable by reason of the fact 
that the through rate is not applicable via the route of move- 
ment of this particular shipment, there is no reason, as we 
see it, why the provisions of the combination tariff, Jones’ 
I. C. C. US-1, may not be applied in arriving at the charge to 
be assessed on the shipment, as there is in fact no published 
through rate from point of origin to destination. applicable to 
that shipment. 

Limitations—Recovery of Overcharges 

New Jersey.—Question: Will you kindly advise whether 

we can lawfully file reparation claim with the Commission in 
accordance with paragraph 3, section 16, amended June 7. 
: Question covers cars received December, 1919, to October, 
1920, on which carrier alleges an undercharge, while we con- 
tend no undercharge exists. Carrier filed normal suit in May, 
1923, but to date case has not been heard and no decision 
rendered. We are of the opinion that the three-year limitation 
period has expired and have no grounds for redress with the 
Commission, if the case in question, after trial is decided 
against us. 

Can we, at the present time, file a formal complaint with 
the Commission in case the decision rendered in the District 
Court is unfavorable? 

Answer: So far as shipments which moved during the 
period of federal control are concerned, in view of the provi- 
sions of section 206-C of the transportation act, 1920, a com- 
plaint before the Interstate Commerce Commission was barred 
September 1, 1920. 

As to shipments moving after the termination of federal 
control, while you could have, under the provisions of paragraph 
3, of section 16 of the act, brought a complaint before the Inter- 
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state Commerce Commission within 90 days from the date the 
action you refer to was brought by the carrier, the consider. 
tion of a complaint by the Commission is barred, thereunder, 
at the present time. 

Delay—Liability of Carrier 

Michigan.—Question: We have been indirectly advised that 
many judgments have been secured against railroads by re. 
ceivers of sugar, carloads, for delay during the period of heavy 
sugar declines, June to October, 1920. 

Can you give us reference to, specific decisions, particy. 
larly any that have been given in this state? 

During normal conditions, sugar comes through from Ney 
York and Philadelphia in from four to seven days. In your 
opinion, could we claim unreasonable delay on any and all cars 
not delivered within ten days after shipment and base ow 
loss on the difference between market price at New York ten 
days after shipment and market price at New York on date car 
actually delivered us, or constructively placed for unloading? 

Answer: We have no knowledge of cases in which judg. 
ments for delay to shipments moving during the period June 
to October, 1920, have been had. Apparently, such cases, if 
there are such, have not been reported to date. 

With respect to the liability of a carrier for delay, the 
rule is that, while a carrier is not an insurer against delay 
in the transportation of goods, nevertheless, if damage results 
from failure, without good excuse, to deliver goods within a 
reasonable time, the carrier is liable for such damage. When 
a common carrier undertakes to convey goods, the law implies 
a contract that they shall be delivered at destination within 
a reasonable time, in the absence of any special agreement 
as to the time of delivery. 


The law does not attempt to fix by rule what is a reason. 
able time. What is a reasonable time is not susceptible of 
being defined by any general rule, but the circumstances of 
each particular case must be adverted to in order to deter 
mine what is a reasonable time in that case. The mode of 
conveyance, the distance, the season of the year, the character 
of the weather, the ordinary facilities for transportation, and 
an unusual rush of business, if there was such, are to be 
considered in determining Whether -in the particular case there 
has been an unreasonable delay. So also in determining what 
is a reasonable time for transportation the character of the 
freight shipped is a very important consideration. It is ob 
vious that what would be a reasonable time for the trans 
portation of one kind of freight would be for another kind. 
Accordingly some cases hold that, where the goods are perish: 
able or peculiarly liable to injury from delay, the carrier is 
bound to use more expedition than where ordinary freight is 
being carried, and the reasonable time in such instances is 
a shorter period than in other cases, owing to the special cir: 
cumstances known to the parties at the time the undertaking 
was entered into. 


On the question of a carrier’s negligent delay in transpott- 
ing goods, evidence to show that the time consumed in trans 
porting the goods was unusually long is admissible. Evidence 
of the customary time in running trains from the point at 
which the shipment was made to its final destination is ad 
missible, provided it is given by witnesses properly qualified 
to testify on the subject. 

Ordinarily, unless excused by the carrier, a delay of the 
extent you refer to should be actionable. 


Limitations—Overcharges on Shipments Moving Between March 
1, 1920, and June 7, 1924 


Texas.—Question: Have noted question of “Tennessee” on 
page 1652, June 28, issue of The Traffic World, and your al- 
swer to same. 

We do not agree with your ruling in all respects and wish 
to quote in part a ruling received from the Interstate Com: 
merce Commission, dated June 19, 1924, which reads as fol- 
lows: 


For your information there is enclosed herewith copy of 
section 16 of the act as now effective. It seems that under the 
statute claims for straight overcharges accruing within three 
years may be filed with the carriers direct. If the carriers subse 
quently decline such claims then complaints must be filed with us 
or actions instituted in the court within six months from su¢ 
declination, subject, however, to the full three year period noW 
provided by the statute. As to claims for straight overchargés 
which accrued more than three years prior to the passage of the 
amendment, it is necessary that complaints be filed with us withil 
six months from the effective date of the amendment. 


According to this interpretation, c'aims may be filed fot 
cause of action accruing within three vears prior to June 7. 
1924, and then, if carriers refuse to handle, it can be filed with 
the Commission or action at law taken. 

Answer: Apparently, under subdivision (c) of the amended 
paragraph 3 of section 16 of the act, it is not necessary, as (0 
claims for overcharges accruing within three years, to file sucl 
claims with the Interstate Commerce Commission, but the’ 
may be handled in accordance with the advice received by you 
from the Commission. 


July | 
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Application of Rates 


New York.—Question: We should be greatly obliged to 
you for your advice on the following matter: 

Jones’ tariff 231, I. C. C. 941, in supplement No. 13, pub- 
lishes under Rate Basis 901 (Cincinnati, O.) a sixth class rate 
of 22% cents, and under Percentages of Class Rates publishes 
in column “90 per cent of sixth class” again 2214 cents. 

Jones’ Exceptions 130-N, I. C. C. 1210, governing the, tariff 
referred to above, on page 113, publishes in the 90 per cent 
column a rate of 20% cents in connection with the 100 per 
cent rate of 22% cents. 

We have called the attention of the carrier to the 90 per 
cent rate as published in the exceptions, but it claims we are 
in error, stating that Jones’ tables of rates does not govern 
the published class rate tables in any tariff other than when 
the percentage class rates are not provided, insisting that the 
contrary is true in this case. 

We admit that the percentage class rates are provided in 
Jones’ table of rates, but they do not show any reductions 
from the 100 per cent rates in this particular instance. 

We claim that we are entitled to the rate of 2014 cents and 
will thank you for your advice. 

Answer: In our opinion the carrier is correct in its con- 
tention that the rate of 221%4 cents published in supplement 13 
to Jones’ tariff 231, I. C. C. 941, is the rate to apply, even 
though published on an erroneous basis. 

Upon payment of this rate upon a shipment you can, no 
doubt, secure reparation to the basis of 201% cents, the correct 
basis for the rate. 


Liability of Carrier for Concealed Loss or 
Imported Goods 

Texas.—Question: Five cases of chinaware, packed in Ger- 
many, were shipped to New York, warehoused there, and then 
forwarded to Texas, in original packages. Concealed damage 
was found in Texas when the cases were opened, and claim 
was based on the market value in Texas. The carrier offers 
50 per cent in full payment of claim, based on the admitted 
fact that the cases were not opened from the time they were 
packed in Germany until they reached destination in Texas. 
The bill of lading at New York was clear. Are the carriers 
within their rights in demanding that we reduce this claim to 
50 per cent, or should they pay the market value? Do you 
know of any decision on this point? If so, please cite us to it. 
They claim the china might have been broken prior to the time 
it reached New York. 

Answer: With respect to shipments involving concealed 
damages, it is very difficult for either the carrier or the con- 
signee to note their condition upon the receipt for the same. 
On the other hand, where a shipment has been received by 
the consignee, hauled to his place of business and held in its 
original package for a consideraable period of time, there is 
always an opportunity for loss or damage after the shipment 
has been delivered to the consignee. The carrier is liable 
for only such loss or damage as occurred during the time the 
shipment was in its possession, and it will therefore be neces- 
sary, in making out a prima facie case against the carrier, to 
prove that it was damaged when delivered to the consignee 
and, furthermore, that the damage did not occur during the 
period when it was in his possession. 

Unless a joint movement is involved, that is, a movement 
under a through bill of lading, the same rule, in our opinion, 
governs as applies to a shipment between any two points, 
namely, that the shipper must show delivery to the carrier in 
good condition, the recital in the bill of lading to the effect 
that the goods were received in apparently good condition per- 
taining to the instrument as a receipt, it being open to the 
carrier to show, as against a claim that the goods were dam- 
aged during transportation, that the damaged condition existed 
at the time of the receipt of the goods, but was not apparent 
on inspection. 

Such a statement relates only to external conditions, and 
does not make out even a prima facie case against the carrier 
with reference to damage not thus apparent. But the recital 
of good condition or apparently good condition does make out 
a prima facie case against the carrier that the goods were in 
apparently good condition so far as ordinary inspection with- 
out opening the packages would disclose. The burden of proof 
is on the carrier to show that the goods were not in such appar- 
ently good condition when received. The rule, as generally 
stated, is that the recital as to the condition of the goods is 
prima facie evidence only as to that fact, and the carrier may 
show the contrary. 

If, however, the goods move on a through bill of lading, 
we believe that the same rule which is applied to shipment 
via an all-rail route should govern, namely, the rule applied 
by the Supreme Court in C. & N. W. Ry. Co. vs. C. C. Whit- 
nack Produce Co. 
World. 2 
Limitations—Date of Accrual of Cause of Action with Respect 

’ to Charges Applicable on Shipment 

Illinois Question: In May; 1920, we received carload of 

lumber, the proper through charges being assessed upon de- 


Damage as to 
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livery of car. In August, 1923, the delivering line presented 
us with a corrected bill for additional charges, based on ap 
erroneous rate and, with our system of paying our freight 
bills, this additional charge was paid. 

The delivering line has now refused our claim for the over. 
charges, claiming that the two-year limitation dates from de. 
livery of shipment and citing us to the decision of the Supreme 
Court of the United States in Wolf vs. Kansas City Southern, 
Our contention is that the two-year limitation dates from time 
the erroneous collection is made. 

Answer: Under the provisions of paragraph 3 of section 
16 of the interstate commerce act, the date of the delivery of 
a shipment determines the time when a cause of action, with 
respect to the charges applicable thereon, accrues. 

More than the statutory period of three years, provided for 
in paragraph 3 of section 16 of the act, as amended June 7, 
1924, having elapsed since the delivery of the shipment in 
question, a recovery of the overcharge is barred, at the present 
time. 

See, in this connection, our answer to “Texas” under the 
caption “Limitations’—Overcharges on Shipments Moving Be. 
tween March 1, 1920, and June 7, 1924, in this issue of The 
Traffic World. 

Routing and Misroouting—lf Initial Carrier Is to Receive Switch 
Movement Only, Switching Ticket Must Be Used 

Maryland.—Question: Please refer to your answer to “West 
Virginia” on page 1647 of The Traffic World of June 28. 

Do I understand correctly from your answer that if the 
shipper had tendered his car to carrier “A” on a switch tickei 
and then issued to carrier “B” a bill of lading showing final 
destination, that the switch rate plus the line-haul rate could 
have been protected? 

In such case, I would understand that the shipper could not 
have shown the final destination of this shipment, but simply 
issued a regular switching ticket, as though the shipment was 
not to go beyond the confines of the switching limits of origin 
point. 

If this is the case, what is the liability of the switch car. 
rier in the absence of a uniform bill of lading; that is, as to 
conditions on back of bill of lading, etc.? Would there be any 
violation under the law in not showing a final destination on 
shipping ticket? 

Answer: If the shipper had tendered the car to carrier 
“A” on a switch ticket and had then taken out a bill of lading 
with carrier “B,” he would have been entitled to the through 
rate published by carrier “B,” that line absorbing the switch 
ing charge of carrier “A.” 

However, under the routing instructions given, carrier “B” 
had only thed uty of forward the shipment via the cheapest 
route affording it a line haul. 

We do not locate an opinion of the Interstate Commerce 
Commission with respect to whether or not a switching line 
is to be considered the initial carrier under the Carmack 
amendment. 

However, in several cases, the question has come before 
the courts. See Anton Piano Co. vs. Ry. Co., 1389 N. W. 748 
(Wis.); Barrett vs. R. Co., 157 Pac. 1016 (Idaho); Ross vs. 
Ry. Co., 90 Atl. 711 (Me.); Utz vs. C. B. & Q., 208 S. W. 140 
(Mo.), and H. E. & W. T. Ry. Co. vs. Houston Packing Co., 
221 S. W. $16. 

In the last named. case it was held that where a shipper 
loaded one of its refrigerator cars on the tracks of the I. & 
G. N. Ry. Co., which carrier switched the car to the H. E. & 
W. T. Ry. Co., the latter paying the I. & G. N. Ry. Co. for 
such switching service, and issuing a through bill of lading to 
the shipper, the H. E: & W. T. Ry. Co. was the initial carrier. 
within the Carmack amendment. To the same effect is the 
decision in Utz vs. C. B. & Q., 208 S. W. 140. 

The decision in Anton Piano Co. case,, 189 N. W. 743, is 
to the contrary, but this case is distinguished in the Houston 
Packing Co. case, 221 S. W. 316, on the ground that a contract 
of shipment was actually made with the switching line. 


Rates by Cheapest Route Not to Be Exceeded on Virginia 
Intrastate Traffic 

Virginia—Question: In perusing the June 28 issue of The 
Traffic World, on page 1650, in answering question from “Vil: 
ginia,’” you have placed an interpretation on rule 1 (a) of 
Virginia Classification in connection with which I feel obliged 
to take issue with you. 

Your ruling in this connection is most likely to cause it 
numerable complaints and at the same time might act as 4 
precedent to invite claims which would be erroneously filed if 
based on the interpretation promulgated by you. 

The water rates between Richmond and Norfolk and be 
tween Petersbyrg and Norfolk, as well as intermediate points 
where rail competition exists, are on a differential basis under 
the all-rail rates, which basis has been conceded by the rail 
carrier and if the construction which you place on rule 1-A 
is correct then the rail carrier operating between competitive 
points could be forced to protect all water rates irrespective 
of the tariff publications. On the other hand, if the rail car 
ritrs established a commowtity rate lower than the water lines, 
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which they could not see fit to meet, due to certain switching 
and terminal ‘absorptions, the water carrier could be forced 
to meet this rate regardless of their wishes in the matter. 

In the reading of this note you have confused the word 
“route” with “lines.” It is a known fact that certain rail lines 
in Virginia have more than one route to a given point, and it is 
my understanding that this note was included in the classifi- 
cation solely for the purpose of eliminating the possibilities 
of rail lines charging higher for a circuitous haul than for 
the direct haul. I am thoroughly convinced that it was never 
the intention of the state corporation in promulgating this 
note to force a rail carrier to meet the differential rates of 
the water lines when it has been conceded that the water lines 
are entitled to a differential under the all-rail rates. 

It is manifestly evident that your interpretation in this 
respect will no doubt mislead many and I trust that you will 
in some way correct this ruling, if you are convinced that my 
interpretation of the rule is correct. 

Answer: If, as you state, the word “route,” as used in 
paragraph (a) of rule 1 of Virginia Classification No. 2, is to 
be confined in its application to instances where a carrier has 
two or more routes between two given points, and is not to 
be given the broader interpretation accorded to it in our an- 
swer, the rule should be made more specific, for, as it now 
reads, the broader application can be drawn therefrom. 

Whether the limited or the broad application should be 
accorded to the rule is a matter for determination by the state 
commission, in the event that the rule has not been interpreted 
or its application defined, by that body. 


PROTEST WITHDRAWN 

Protest of or proposed restrictions in routing of cement 
from Western Trunk Line points to Fordson, Minn., which gave 
rise to I. and S. 2159, set for hearing before Examiner Gault, at 
Chicago, July 16, was withdrawn at the opening of the case. 
On agreement of the carriers to leave routes virtually as they 
have been, with the exception of charging a higher rate over 
longer routes, the protestants expressed themselves as satisfied. 


EXTENSION OF LINE 

The Chicago, Rock Island & Pacific has applied to the 
Commission for authority to extend its line from Billings to 
Owens, Okla., a distance of 8 miles, and for permission to 
retain the excess earnings of the extension. The company 
said the reason why the public convenience and necessity re- 
quired the proposed construction was the development of an 
oil field at Owens, which was now without railroad facilities. 
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Digest of New Complaints 





No. 12996 (Supplemental Complaint). John W. Eshelman & Sons et 
al, Lancaster, Pa., vs. Santa Fe et al. 

Unjust, unreasonable; preferential rates, charges, rules and 
practices, in violation of section 4, on raw materials used in the 
manufacture of mixed feeds and on mixed livestock and_poultry 
feeds between points in Pennsylvania, New York, Ohio, Indiana, 
Illinois, Wisconsin, Minnesota, Missouri, Arkansas, Louisiana, 
Nebraska, Kansas, Oklahoma, Texas, Colorado and New Mexico, 
and other states; complainant says supplemental complaint is 
filed to dispose of question still pending as result of decision on 
original complaint in 87 I. C. C., 285. Asks cease and desist or- 
der, just, reasonable and non-prejudicial rates, rules, practices 
and charges, and reparation. 

No. 15967, Sub. No. 1. Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. Boston & Main et al. 

Unreasonable, discriminatory, preferential and prejudicial rates 
on cotton piece goods from points in Maine, Massachusetts, New 
Hampshire, Connecticut and Rhode Island, to Lynchburg, Va. Asks 
reparation. 

No. 16024. George Ross, Kansas City, Mo., vs. Missouri Pacific. 

Unjust, unreasonable, discriminatory, preferential and _ preju- 
dicial rates on road oil from points in Kansas to Harrisonville 
and Lees Summit, Mo. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 16025. H. G. Thoeming & Co., Chicago Heights, Ill., vs. Minne- 
apolis, St. Paul & Sault Ste. Marie et al. 

Unjust and unreasonable combination rates on a shipment of 
potatoes from Almora, Minn., to Tinley Park, Ill. Asks cease 
and desist order, reasonable rates and waiver of collection of 
undercharges. 


No. 16026. Farmers Union Live Stock Commission Co. et al., Kan- 
sas City, Mo., vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial charges on mixed cars of live stock from points in Arkan- 
sas, Oklahoma, Texas, Kansas, Nebraska, Colorado, Missouri and 
Iowa, to Kansas City, Mo. Asks cease and desist order, just 
and reasonable rates and minimum weights, and reparation, 

No. 16027. Rhode Island Malleable Iron Works, Hillsboro, R. I., vs. 
New York, New Haven & Hartford. 

Unjust, unreasonable, preferential or prejudicial rates on coal 
from Boston, Mass., to Hills Grove, R. I. Asks cease and desist 
order, just and reasonable rates, and reparation. 

Na. 16032. ‘oom Syrup Refining Co., Kansas City, Mo., vs. Santa 
Fe et al. 

Alleges that rates from Kansas City on syrup and molasses, 
carloads, to points in the state of Kansas are unjust and un- 
reasonable, unjustly discriminatory and unduly prejudicia! as 
compared with rates from St. Louis, Peoria, Chicago and points 
taking same rates or based thereon, and because commodity 
rates exist in practically every case from other points named 
and not from Kansas City. Asks cease and desist order, just 
and reasonable rates, and also rules and regulations allowing 
mixed shipments of syrup and molasses and preserves in carloads 
at tHe highest rate and minimum weight applicable to any such 
articles, and reparation. 


Docket of the Commission | 





Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


July 21—Washington, D. C.—Examiner Fleming: , 
1. and S. No. 2171—Wool between points in New England territory. 
1. and S. No. 2160—Imported wood, Boston, Mass., and New York, 
N. ¥., to La Porte and Mishawaka, Ind. 
July 21—St. Louis, Mo.—Examiner Carter: 
I. and §S. No. 2132—Intermediate rule from or to St. Louis-San 
Francisco Ry, stations on lumber. 
July 21—Chicago, Ill.—Examiner Gault: 
15869—Heller Brothers et al., vs. Director-General. 
_15737—Fortune Products Company et al., vs. Santa Fe Ry. et al. 
July 21—Hartford, Conn.—Examiner Hunter: 
15696—The Clark Brothern Bolt Company vs. N. Y. C. R. R. et al. 
July 21—New Orleans, La.—Examiner McChord: 
1, and S. No, 2103—Fertilizer from New Orleans and related points 
to Louisiana. - 
1. and S. No. 2172—Absorption of switching charges at Gulfport. 
Miss. 
July 21—Fort Worth, Tex.—Examiner Butler: 
15807—Texas Pacific Coal & Oil Company vs. C. R. I. & G. Ry. et_al. 
l, and S. No. 2102—Transit privileges on grain at points on the M.- 
K.-T. R. R. of Texas. 
July 21—Pueblo, Colo.—Commissioner Lewis: 
13420—The Colorado Culvert & Flume Company vs. Santa Fe Ry. 


et al. 
14121—The Jewel] Company, Inc., vs. Santa Fe Ry. et al. 

July 22—Trenton, N. J.—Board of Public Utility Commissioners of 
New Jersey: 

* Finance No. 3576—In the matter of the application of the Penn- 
sylvania R. R. Co. for a certificate of public convenience and 
necessity authorizing it to abandon its Brown Mills Branch. 

July 22—Cedar Rapids, Ia.—Examiner Mackley: 

15904—-The Rocbond Company vs. Santa Fe Ry. et al. 
July 22—St. Louls, Mo.—Examiner Carter: 
15703—Milne Lumber Company vs. Director-General, Mo. Pac R, R. 


et al. 
15708—Walsh Fire Clay Products Company vs. C. & A. R. R. et al. 
July 22—Fort Worth, Tex.—Examiner Butler: 


!. and S. No. 2131—Cottonseed cake, meal, etc., from Texas to 
Louisville, Kentucky territory. 


f 
) 
1. and §. No. 2151—Petroleum and its products from Louisiana, 
Oklahoma and Texas to Kansas and Nebraska. 
~~; 22—New Orleans, La.—Examiner McChord: 
15613—New Orleans Joint Traffic Bureau et al. vs. Beaumont, Sour 
Lake & Western Ry. et al. 
July 22—Santa Fe, N .M.—Chairman Hall: 


—— No, 3043—Construction of extension by New Mexico Cent- 
ral Ry. 


July 23—Santa Fe, N. M.—Chairman Hall: 
Finance No. 3424—In the matter of the application of the Colorado, 
Columbus & Mexican R. R. Co. for a certificate of public con- 
venience and necessity authorizing it to construct a line of road. 
~~ 23—Washington, D. C.—Examiner Pitt: 
ourth Section Application No. 12597 et al., filed by Chas. Bar- 
ham, agent, dealing with rates on cement, C. L., from St. Louis, 
Mo., Ohio River crossings, interior estern points, etc., to points 
in territory south of Ohio and Potomac rivers and east of 
Mississippi River, etc. 
July 23—St. Louis, Mo.—Examiner Carter: 
|. and S. No, 2147—Chloride of zinc, Chicago and St. Louis groups 
to Texarkana, Ark.-Tex. 
* |. & S. No. 2147—(First Supplemental Order)—Chloride of Zinc, Chi- 
cago and St. Louis Groups to Texarkana, Ark.-Tex. 
July 23—Fort Worth, Texas—Examiner Butler: 
i Stock Traffic Association vs. Abilene & Southern Ry. 
et al. 
July 23—Albany, N. Y.—Examiner Hunter: 
15154 (and Sub. Nos. 1 and 2)—State of New York-Department of 
Farms and Markets et al. vs. D. & H. Co. et al 
July 23—Milwaukee, Wis.—Examiner Gault: 
15790—Carnation Milk Products Company vs. Santa Fe et al. 
July 23—Des Moines, Ia.—Examiner Mackley: 
15839—Greater Des Moines Committee, Inc., vs. Des Moines & 
Central Iowa R. R. et al. 
July 24—St. Louis, Mo.—Examiner Carter: 
1. and S. No. 2153—Sand and gravel from Missouri points to &t. 
Louis, Mo., for beyond. 
~~ 24—Memphis, Tenn.—Examiner McChord: 
15793—Memphis Freight Bureau for Binswanger & Company of 
Tennessee vs. B. & O. R. R. et al. 
July 24—Des Moines, Ia.—Examiner Mackley: 


15550—The Board of R.-R. Commissioners of Iowa vs. Ann Arbor 
R. R. et al. 
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A. A. Wire Co. 
Armour Soap Works 
P. Ballantine & Sons 
a Beckwith Chandler Co. 
Central Stamping Co. 


A number of important manufacturers are locating factories 
and warehouses in the Port Newark district, for the simple 















| Chalmers Chemical Go. reason that thereby they secure direct rail, highway, or water 
BI du Pont de Nemours communication with any market or,raw material{ source 
—+ John C. Dolph Co. | upon which they may be dependent. 
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pena Bm a | is an actuality. Like the spokes of a huge wheel, the prin- 
Cent- Ninegee iene Co cipal thoroughfares of the East radiate from Port Newark 
Nt om a ang to the most important cities of the Atlantic seaboard, bring- 
rado, .. ing all the territory between Baltimore and Boston- within 
eat Shorwin-Williame Go. overnight trucking distance. 
ouis, i. 4 : 
- Sterling Leather Co. Factories or warehouses located at Port Newark are literally 
ig ge A eee at the market-place of the world, nevertheless land values 
roups ee se and rentals are surprisingly low. Now is the time for every 
| Chi- ie | traffic man and shipper to investigate this great development. 
Write for the comprehensive free book, ‘‘PORT NEWARK. 
n Ry. 
nt of . 
de THOS. L. RAYMOND, Director 
i ee 4 i Department of Public Works, Newark, New Jersey 
to St. 
ny of 


Arbor 
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7” 24—Mack, Colo.—Commissioner Lewis: 
6—Utah Gilsonite Company vs. Santa Fe Ry. et al. 
on 25—Washington, D. C.—Examiner Boles: 
Vumnes No. 3182—In the matter of the application of the Laurel 
Fork & Mendota R. R. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 


—_ . - - Tenn.—Examiner Trezise: 
d Ss. 


a No. 2146—Routing on phosphate rock from Florida tc 
Knoxville, Tenn. 
July 25—New York—Examiner Hunter: 
1, and S. No. 2148—Rating on soap in official classification. 
July 25—St. Louis, Mo.—Examiner Carter: 
15363—M. W. Warren Coke Company vs. Santa Fe Ry. et al. 


July 25—Wausau, Wis.—Examiner Gault: 


1, and S. No. 2139—Saw logs between points on the Duluth, South 
Shore & Atlantic Railway. 


July 28—New Orleans, La.—Director Mahaffie: 

Finance No. 4049—In the matter of the application of the Missouri 
Pacific R. R. Co. for authority to acquire control of the New 
Orleans, Texas & Mexico Ry. Co. by purchase of its capital stock 
and to issue all 4 any part of $18, 000,000 principal amount of Mo. 
Pac. R. R. Co., N. O. T. & M. Ry. Co. collateral 7% fifteen-year 
gold not®ts. 

July 28—St. Louis, Mo.—Examiner Carter: 


'. oma. S. No. 2143—Cement from Illinois and Missouri points to 
H. & St. L. Ry. stations. 


July 28—Superior, Wis.—Examiner Gault: 
15671—E. wg 4 doing business as Wisconsin Iron & Metal Com- 
pany vs. C. St. P. & O. Ry. et al. 


July 28—Omaha, eo —Examiner Mackley: 
16966—Skinner Manufacturing Company vs. 


Arizona Eastern Ry. 
et al. 
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~~ 28—Florence, Ala.—Examiner McChord: 
— Chamber of Commerce, Florence, Ala., vs. L. & N, 

R R. et al 
~— 26—Dalles, Texas—Examiner a § 
781—Fred M. Lege, Jr. vs. C. R. L. & G. Ry. et al. 


July 28—Salt Lake City, Utah Commlesoner Lewis: 
14543—H. C. Farrell vs. C. M. & St. Director- General, 
15797—Western Metals Company vs. " sdeaslattenanel 
~ 29—Duluth, Minn.—Examiner Gault: 
Dulyth ‘Chamber of Commerce vs. C. & N. Ag” Ry. et al. 
1e824—The Grand Forks Commercial Ciud vs. C. . W. Ry. et al. 
July 29—Omaha, Nebr.—Examiner Mackley 
15762—Omaha Grain Exchange vs. ‘Atlantic Northern Ry. et al. 


~~ 29—Dallas, Tex.—Examiner Armstrong: 


. and S. No. 2175—Tin terne and black plate, defined territories to 
Texas. 


July 30—Washington, D. C.—Examiner Burnside: 
13668—In the matter of divisions of joint rates, fares and charges 
on traffic interchanged between the Kansas City, Mexico & Orient 
3 Co. (Wm. Kemper, receiver) and the Kansas City, 
Mexico & Orient Ry. Co. of Texas and their connections, (Fur- 
ther hearing). 
July 30—Williamson, W. Va.—Examiner Carter: 
18906— cy * Traffic Bureau, Williamson Chamber of Commerce vs, 
& Y. Ry. et al. 
wbte ceetchenes Hardware & Furniture Co. et al., 
et al. 


July 30—Tyler, Tex.—Examiner Butler: 
12783—Moore Grocery Company et al. vs. T. & P. Ry. et al. 
July 30—Chattanooga, Tenn.—Examiner McChord: 


ee ee Manufacturers’ Association et al. vs. N. O. & 
N. E. R. R. et al. 


et al 


vs. B. & O. R. R. 








SSantake dollar 


was spent in 1923 











Tages more than dividends. Rate 


reductions more than 


The measure of success in railroad business is the relation of costs to returns. 
dollar earned does not cover the cost of earning it, the business fails. 
cost with a margin over, the business succeeds. 


THE SANTA FE DOLLAR IN 
Maintenance of track, buildings, etc. 


Maintenance of locomotives, freight and passenger cars 


Train, station and switching, and other transportation 
— agencies - 


Fuel . 


Salaries and expences of clerks and other general ‘office “employes 


Legal, valuation, general officers, pensions and death benefits and miscelianceus 
Depreciation and retirements, equipment and ice plants 


damage and casualties - . - 
Rent of equipment, joint facilities, ete, - 
Interest on bonds and other interest Chagos . 
— ends on capital stock . 


Tax a 
} . available for expanding facilities - 


Of the last item 3.02 cents came from sources other 
than rates so that a reduction of less than 6% in rates 


would have wiped out the entire margin of safety from 
earnings through rates. 


Even a decline in gross business such as has occurred 
Z this year inevitably reduces this balance of 8.79 cents, 
because not many of the cost items can be cut down 

in proportion. 

The adjustment between success and failure is a 
delicate one in the Seneeee industry. For the 
welfare of the country, it should not be lightly tampered 
with, either by laws or by the various commissions that 
control the main elements of railroad earnings and costs. 

It is particularly notable in the above statement that 
taxes were more than dividends and only a little less 


taxes — 


If the 


it covers the 


1923 WENT AS FOLLOWS: 


po og =! cents 


- - - - 19.68 “ 
- - : - 160 * 
7 « « « 2? 

- 96 ‘ 
- 1.06 “ 
° : ° : : 3.69 “ 
° : : - : 1.07 “ 
: : - - - : 104 “ 
: - : - - > 4.60 “ 
> : : - - - 8.06 “ 
- - : - : : 8.14 “ 
- . - . . + 8.79 “ 


100.00 cents 


than all the fuel used for the System. Taxes were 
$20,316,491. 


Good service requires ample money for operation 
and maintenance. Even a rather substantial reduction 
in rates would benefit individuals so slightly as hardly 
to be known, while it might readily (because of poor 
service) cause them tremendous loss which would be 
quickly and keenly felt. 


A railroad gets money from its rates and has no 
other large source of supply, even though attempts seem 
to be made to have the public believe otherwise. Since 
1921 freight rates have been almost continuously in 
process of reduction. Santa Fe —_ 


ht earnings were 
decreased $14,500,000 in 1922 and $23,945,000 in 


1923 from what they would have been with 1921 rates. 


The Santa Fe already has reduced freight rates many millions. But adequate service 
is vital for shippers. It can be furnished only when fair rates provide the money needed. 


W. B. STOREY, President 


The Atchison, Topeka and Santa Fe Railway System 
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TARIFF’ FILES 


The Cutler-Hammer Mfg. Co. says— 
e 4 99 

“More accessible — preserves tariffs 

Central Illinois Public Service Co.— 
“Take less space— more convenient” 

John Roebling’s Sons Co.— 

2 99 

“Much more satisfactory than others 


Oshkosh Association of Commerce— 


“Real asset to this Association” 
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170 
170 
170 It’s mighty handy—and $$ §Roo 
economical —to be able to aan 
170 turn to the tariff you want 
(in the file) without dis- 
170 turbing any others. The 
9-inch ‘‘V’’ spread provides 
171 for instant access. You can 
read the front page of each 
171 tariff without removal. 
There’s important safety 
171 and greater capacity in 


automatic compression — 
as you close the drawer — 
without mechanical ad- 
justment. 


171 
171 
171 
171 
; 171 
171 
171 
171 
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172 
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Sectional and upright cab- 
inets to intermember with 
one of the most complete 
lines made. 


Bd SEND FOR CATALOGS 

24T (Files) 23T (Desks) 
173 25T (Systems) 
_ Automatic File & Index Co. 
173 E. 10th St., GREEN BAY, WIS. 
173 Chicago Branch, 40 S. Wells St. 
173 " 
3 | The Only File— 
es that EXPANDS and COMPRESSES 
173 
175 


‘‘Like-a-Book”’ 
but Automatically 


OPEN for quicker REFERENCE 
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CLOSED for ‘greater STORAGE 
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2 
A Dependable Service 
hey The Delaware and Hudson hey 
is the Transportation Link Connect- . 
” ing the New England States with the ’ 






South and West, and Eastern Canada 
with All Points South. 


DELAWARE & HUDSON SERVICE is co-ordinated with that of 





















The Canadian National Railways...................005 

St Cs GENO TRUE WET «oo cs ccc oc cele eidecvceecens t via Rouses Point, N. Y. 
The Quebec, Montreal & Southern.....................- 

6 oie oe a ow ee Sele el aes aaa via Mechanicville, N. Y. 
SS TOT Ee via Albany, N. Y. 
ak Gas sh ks i en ee , 

CE ee Pe re re ee via Wilkes-Barre, Pa. 
2 Oe Ole Dos scceecereceeees eweeeeesenwes 

Ng i ga te fe ale ee ade gel a IN . : 
a a sae ae A ww wane a hel } via Binghamton, N. Y. 
ED os a as 4s bani Mabe Re Le via Owego, N. Y. 


And Their Connections 


Thus providing a dependable through service for the movement of fuel, raw materials, 
finished products and general merchandise between territories of large population. 


LESS-THAN-CARLOAD FREIGHT ROUTED VIA DELAWARE AND HUDSON has the advantage of 
unusually broad loading classifications, providing through cars east, west, north and south, to and 
from many cities in Massachusetts, New York, New Jersey, Pennsylvania, Maryland, Virginia, Michi- 
gan, Ohio, Indiana, Illinois and Missouri, or a short haul to transfer points making destination cars or 
loading to near-home transfers. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to 


do so. 
DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY, eens Main 3380 










J. EB. Colket.....ccccccccccccccccccce N,N oii o < mercertgiornyeeesee oe sc ccs cas avigedusincssutwsecusicmeublescvesion D. & H. Building 
Cc. MSc cadecaedeosecaercewceane en UREN WIND SEMIN 8, gcinrceinin 660i secaieleee sees mew abeceeteenawans D. & H. Building 
ATLANTA, GA, = 
er Pa ag ee agg ana aa aecbs wines Svmblr Wem ek aw aw ws aier einen clonal oieaienacaeae 918 Healey Building 
Se MASS.—Telephone Main 1323 
eee ee ee I IN ovine e ckiowscdewronbeeawseews 429-430 Chamber of Commerce Building 
















Losibkaa sae meiroutcesee we A” RE ae CER Teee I Oe 
CHICAGO, <3 pe Wabash 8994 
ee I, Oils hhc ccctscscesed I ce icctetcoceccusuviewvcsumss 838-839 Transportation Bldg., 609 South Dearborn Street 
MONTREAL, QUE.—Telephone Main 638 
Rr ee ns, Ce NE, Os oo ooo: ccieaers cgocdis clown meen nang eemepeweened 238 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
ae SO eer EY CII oa ie OR ecru: one ates orale ore Gcaleleveaetave boleiwerding 1446-48 Woolworth Building, 233 Broadway 
aaa a N. Y.—Telephone 1500 
OE ee eee rr ry. CEE PE oo i aici a Corin ehaubs acubiomewes «deb ees teciwere ocameuen 191 Main Street 
ounalianen PA.—Telephone Spruce 9436 
AB eR Serene General Southern Freight Agent............... 1109-10 Finance Bldg., 1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Smithfield 1212 
Sr Be Ms cnicau ns <cadbecGes teal anata sc aaah ul wl aca-n/oreew were eae owe ar ee ae Gerais Um emS ae eaIS 513-514 Bessemer Building 
7 oh eee ee nr re ee err 518-514 Bessemer Building 








PLATTSBURG, N. Y.—Telephone 698 
6 oliaralu apne waaadanduree& Sidints Division Freight Agent............++-. wi kt ca orm is asco sn arden oan ince eugene TaN aaa 101 Bridge Street 
SCRANTON, PA.—Telephone Bell 475, Con. 557 
A Ee a ees Se I EE ES EN eR ey D. & H. Passenger Station 
ST. LOUIS, MO.—Telephone Olive 1651 
ie y  ~ “capers apy SIRI UII, oxis:0'cragcact. c:spr.cisiavahoigiavace’aap/eiuparn'e-aru amare alouersigl pu puaeeeuiarnue ee ae 1021-1022 Pierce Building 
ay N. Jens 765 
Ge Deda oe oh 506s ccheavendes I, oa ig Sia te) $s Wg Gril Od WaT Wisaruilel Ge Shovel Wie eluate a A EI ORO Union Station 











W. G. Story, General Freight Agent, Albany, N. Y. W. Nyland, Coal Freight Agent, Albany, N. Y. 
C. E. Rolfe, Ass’t Gen’l Traf. Mgr., Albany, N. Y. L. F. Perry, Ass’t. to Gen’l. Traf. Mgr., Albany, N. Y. 


W. J. Mullin, General Traffic Manager, Albany, N. Y. 


ey : SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 
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‘Tf ‘Be Delivered 
Immediatel ly~” 


ARE YOU THERE 
WITH THE GOODS ? 


A railway system cannot operate profitably without sta- 
tions, nor can any business progress successfully unless it is 
established for service in definite locations easily accessible 
to the consumer. 


What passenger stations are to the railway system, so are 
distribution points to the manufacturer. 


Your traffic problems are not least among the many to be 
solved which will enable you to meet competition well pre- 
pared. 


Spot Stock in territorial warehouses, located in your sales- 
men’s busiest districts, is the surest way of not only solving 
many of your perplexing traffic problems, but is likewise the 
safest manner of being there with the goods. 


Do you ever stop to consider the convenience; the saving in 
labor and worry; the satisfaction gained; the increased 
efficiency and added good-will promoted among your custom- 
ers through this placing of Spot Stocks? 


To think is to act, so why not be convinced that such advan- 
tages gained through consigning big shipments to single des- 
tinations will free yourself from considerable anxiety and 
annoyance, as well as place you in the envious position of 
being able to BACK your salesmen with the invaluable 
“Immediate Delivery” argument? 

Your own branch office and warehouse could not give more 
satisfactory service than COTTER Public Warehouses give. 


The cost of warehousing and distribution through THE 
W. LEE COTTER WAREHOUSE SYSTEM is right and in 
proper ratio to sales. With eight warehouses in Akron, 
Columbus, Mansfield and Toledo, Ohio, we are prepared to 
serve you in the Central States. 





Call Your Sales Manager’s Attention to 
Cotterage Ads in “‘Sales Management’”’ 


JheilLlLe COTTER WAREHOUSE Company 
&stablished in 1882 
Akron, Columbus, Mansfield and Toledo 
Executive Offices at Mansfield,Ohio 
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OPERATING EIGHT MERCHANDISE 
WAREHOUSES LOCATED IN THE 
RAILROAD CENTERS OF OHIO 
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FASTEST STEAMERS _ aid 
BETWEEN SAN FRANCISCO — = 
AND THE ORIENT 


PLACING ASIA 


: PIONEER TRANS-PACIFIC LINE. rim 


ESTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 


° From San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Mani‘a Lowest 


Marine . President Lincoln sails a Insurance 


Ss. S 

S. S. President Cleveland sails . 19 Rat 
S. S. President Pierce sails . —_— 
S. S. President Taft sails . 16 

S. S. President Wilson sails . 30 


and every 1] 4 days thereafter 


Classification 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 
San Francisco, Cal. Los Angeles, Cal. 
142 South Clark Street, Chicago, III. 


Managing Agent U. S. SHIPPING BOARD 


10 Hanover Square 
New York City 
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$90 FAST FREIGHT SERVICE [$82 


re 5 <f{a\S 
: C 
5 ~~ ( 

\" NOYES y 


‘THIEF RIVER FALLS 


ane” 


“zy 
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SS 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 


VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS In tue EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST « 


(7 avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at initial point with the shipment and sccompany same to Canadian port of entry. 


1 

Boston, Mass., 40 Central St. AGENC ES Pittsburgh, Pa., 340 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 

Chicago, Ill., 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 Merchants National 

Chippewa Falls, Wis. ‘ : _ 918 Majestic Bldg. Bank Bldg. 

Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 1040 Prospect Ave. : and Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., 311 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. 

Duluth, Minn., 820 West Superior St. New York, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nat’l Bank B 

Grand Rapids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. 

Indianapolis, Ind., 522 Merch. Bank Bldg. 


ldg. 
Bldg. Superior, Wis. . 
Philadelphia, Pa., Cross Bldg., Locust St. at Waukesha, W 
Kansas City, Mo., 788 Railway Ex. Bldg. “15th. 


is. 
Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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" Why Balsa is 
the Better Way 


Proof against heat— 
Proof against cold— 
Proof against damage— 
Practically proof against 
pilferage— 


Fire resisting— 

Unusually light for the 
thickness of the 
wood— 

Save refrigeration costs— 

Use them againand 
again— 

Made to order. 
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Insure your perishables 
against spoilage in transit 


When you ship perishables and semi-perish- 
ables via Balsa Boxes you do away with ice 
packs and insure your goods against spoilage 
at the same time! 


Balsa Wood is proof against heat and cold. The outside 
temperature has practically no effect on the inside tempera- 
ture of a Balsa Box after days of travel. A perishable 
was shipped frozen from New York ina Balsa Box and 
arrived in San Francisco still frozen. 


In a remarkably short time Balsa Boxes have established 
themselves as the most economical and effective way to 
ship perishable and semi-perishable goods. The number 
of concerns shipping via Balsa is constantly increasing. 


Write the nearest office for full details. 


BALSA BOX DEPARTMENT 


The Fleischmann Transportation Company 


NEW YORK 


CHICAGO 
699 Washington St. 


327 So. La Salle St. 


Baltimore San Francisco Buffalo 
St. Louis Langdon, D. C. Peekskill, N. Y. 
Seattle Boston 


Cincinnati 
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Service 


In 1923 the Great Northern Railway expended over 31 millions of dollars in a pro- 


gram of improvements designed to make this Company with its more than 8,000 miles 
of track the finest railway property in America. 


This money was spent 


For new giant oil burning passenger and freight locomotives, the largest of their 
class ever built. 


For new extra heavy 130 pound steel rails which were laid wherever extra strength 
was needed. 


For automatic block signals now in operation on 1852 miles of track, 400 miles on 
two important divisions being protected by the latest light type signals. 


For new rolling stock, freight cars, passenger coaches, refrigerator cars, ore cars, 


every variety of equipment and safety appliance, and for improvements to its physical 
property generally. 


By arrangement with the Pullman Company, eight complete new all steel ‘‘Oriental 
Limiteds’’ have been placed in service between Chicago, St. Paul and Minneapolis to 


Seattle, Tacoma and Portland via Spokane and Glacier National Park with two complete 
additional trains in reserve. 


Equipment formerly used on the ‘Oriental Limited’’ has been as- 
signed to the ‘‘Glacier Park Limited’’ which now carries compart- 
ment-observation car in addition to Pullman steel standard and 
tourist sleeping cars from St. Paul and Minneapolis to the Pacific 
Northwest via Glacier National Park. 


Pullman service has also been instituted on the Duluth Night 
Express between the Twin Cities and Duluth and on the Winnipeg 
Limited between St. Paul-Minneapolis and Winnipeg. 

Oil is used for locomotive fuel on over 1100 miles---the longest 
cinderless mileage of any railroad in the Northwest. 

During 1924 an additional one million dollars will be spent to ex- 
tend automatic block signals for automatic train control and other 
safety devices in addition to $1,200,000 for the maintenance of exist- 
ing equipment. 

Our patrons both passengers and shippers are assured that this 
company’s service will be maintained at ‘the highest peak of efficien- 
cy, as we desire to merit your further patronage by continuing to be 


|} A Dependable Railway 
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Diversification 





The Diversified Crop Farmer is a Safe and Solid Farmer. The Railroad 
of Diversified Traffic is a Safe and Solid Railroad. 
In 1923 the— 


e SOUTHERN PACIFIC LINES 
Carried 52,072,152 Tons of Revenue Freight, Divided as Follows: 


PRINCIPALLY 


























Grain and Products of Grain.......... 4.85% 

Products of Agriculture Cotton, Cottonseed and Products...... 1.49% 
05% Fresh Fruits and Vegetables.......... 4.95% 

Dried Fruits and Vegetables.......... 98% 


Animals and Products 


Horses, Mules, Cattle, Sheep, Hogs.... 1.386% 
Packinghouse Products, Poultry, Eggs, 


2.08% MPUGGE “CUCENOS cia 5 ble ee are cwve nese 23% 
Wool, Hides and Leather.............. 09% 
*Logs, Posts, Poles and Cordwood....11.27% 
— a *Lumber, Timbers, Shooks, Staves, 
02% PONIIN, 65.% or oso tio a axraiei dos i ovoieor we wien 11.78% 
ee a badewenmes 2.23% 
Mineral Products bc) PN A NE os wb wileadeweceecee 6.87% 
33.96 % *Gravel, Clay, Sand and Stone........ 16.42% 
| *Crude Petroleum and Asphalt........ 6.18% 
Manufactures and Miscel- *Refined Petroleum................+++ 5.10% 
laneous Products Many Varieties of Articles, none over 
24.89% 3%, most mere fractions of 1%. 


*NOTE—The asterisk showing only varieties contributing over 5 per cent of the tonnage. 
All of them are what is called “low grade” traffic. If compared on a revenue instead 
of on a tonnage basis, their percentage would show much lower than these figures. 





YES—The Southern Pacific is a line of diversified, though enormous 
traffic. And the territory served by 13,000 miles of Southern Pacific rails 


(see map on front cover) is a territory so vast yet so diversified, that it 
offers the seeker of new fields— 






A CHOICE OF CLIMATE, POPULATION, 
PRODUCTION AND INDUSTRIAL OPPOR- 
TUNITY UNRIVALED ANYWHERE! 


For information regarding this Southern and Western Empire 


&) Address, ‘‘General Agent, Southern Pacific Lines’’ 


—The Postman Knows Him 
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